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OGontribufions. 





Cars with Depressed Bodies. 
Keoxuk, Iowa, January 27, 1875. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Iam impressed with an idea that some effort should be made 
if possible to reduce the number of accidents that so frequent- 
ly occur on railroads, both at home and abroad. 

It is no uncommon occurrence to hear that the passenger 
coaches have jumped the track and rolled down an embank- 
ment, killing and wounding many of the passengers ; also de- 
stroying valuable property. 

To try and lessen these accidents, I propose to lower the 
egenter of gravity of the cars by allowing their bottoms to come 
down within four inches of the rail, so that if a wheel should 
break or get off the track, the whole body of the car would 
rest upon the rails and form a self-acting, instantaneous brake. 
To make myself understood by your readers, I have prepared 
the sketch herewith of my plan, which is freely given to the 
public. Fig. 1 is a side elevation of a passenger car; Fig. 2 an 
end view of the same, as proposed by me; Fig. 3 anend view 
of the car as at present constructed. 

Figs. 2 and 3 are shown on an embankment. The eye will 
at once see the difference between Figs. 2 and 3. If a wheel 
breaks on Fig. 2, there is some chance that the car would rest 
upon the rails; but if a wheel break on Fig. 8, it would be al- 
most a miracle if the car did not roll down the bank. 

This plan of keeping the center of gravity in carriages low 
I first observed in the sedan chair, next in the London cabs, 
then in the cotton drays of Liverpool, and now in New Orleans, 
La., wagons or floats whose bottoms come within a few inches 
of the street are common, Thus commercial men change their 
old customs to save money or labor. 

Might not the railroad community lower 


the wheels present this appearance when worn out, or when 
turning off becomes a necessity; or why should the top of the 
rail be so narrow as to permit only about one-half the width 
of the face of wheel to come in contact with it? The part at 
A being scarcely worn at all in the ordinary wear of a wheel, 
would, if allowed to do its share of “ carrying,” by taking its 
turn at rolling on the rail, add at least one-third to the wear- 
ing value of it. Another advantage in giving a bearing to the 
whole surface of the wheel would be to preserve the 
original shape of it as it wears; so that when 
worn out, no such elevation will be found on the outer edge as 
that shown at A, and when no such prominences are found on 
wheels less damage will be done to the rail and frogs, cross- 
ings, etc., and the motion of the cars will be easier, and the 
of rolling friction less than oecurs where wheels are worn until 
a shape shown by the sketch. It seems to me these matters are 
worthy of some investigation, that we may know whether we 
have as yet got the right proportions in practice. A wider top 
railthan in present use may be of disadvantage in case of 
snow or sleet, but to what extent experiment only can de- 
termine. 

Another matter: It is very generally believed that tae wear 
of tire on driving wheels is in proportion to the weight, and is 
also somewhat affected by the tpeed—the higher the speed 
the greater the wear, other things being equal. Yet on inves- 
tigation it will be found that the proportions of weight on the 
wheel, and the power applied to 1t, and the load drawn figure 
in the matter more than the weight alone. For instance, 
with a driving-wheel bearing on the rail with a weight of 
9,000 Ibs. of an engine working up to her full capacity, the 
wear of the tire will be greater than if the weight is 12,000 
lbs., the load drawn and other circumstances being the same in 
each case, for the reason that the weight in the former case is 
not enough to give adhesion sufficient to overcome the 
tendency of the wheel to gain on the number of revolutions 
due toa certain length of track—-a sort of imperceptible slip 
going on continually as long as the propelling power is ap- 
plied, and it is this ‘“1mperceptible” slip that causes the rapid 
wear of the wheel. Now if this rapid wear takes place in the 
case of the lighter wheel, is not the wear of rails in the same 





proportion as that of the tire? If so, then, so far as the wear 


Fig. 1. 





“Time” being “money,” the more rapid the transit the 
less rolling stock is required to do the business, and the 
greater would be the economy (considering the wear and tear 
to be the same at all speeds). 

These are questions of no small importance, and shuuld be 
investigated in a long-continued series of experiments with a 
registering dynamometer between the locomotive and 
train, under all the varying conditions of grade, curvature of 
track, speed and weather incident to transportation on ordi- 
nary roads in this country, in order to get an average under 
all probable conditions, that we may have something tangible, 
or at least better or more reliable than the present semi- 
guesswork as to what changes from our present practices will 
be improvement and economy. 

Another subject for investigation is : What changes from the 
ordinary form of fire-box of coal-burning engines, and what 
change in the proportions of fire-box (fire) surface and tube 
surface to the cylinder capacity, from that now prevailing 
would be more economical in the consumption of fuel? Would 
a long, shallow fire-box be better than a deeper and shorter 
one, of the same fire surface, for bituminous coal; and would 
an increase in fire-box area over that in practice be economi- 
cal? If so, where is the limit, and is a slow combustion on a 
large grate area more economical than a more rapid combus- 
tion on a smaller grate, the fire-box area above the grate being 
the same in both cases? As fuel is one of the 
most expensive items in the cost of transportation, 
the above subject is worthy of careful investigation 
in order to reduce the consumption of fuel to a minimum; 
and it is my impression that that point has not yet been 
attained in the best practice. A larger fire-box area and surface 
and perhaps slightly less water spaces, with the present grate 
area,and admission of air at the top of the fire, at points 
farthest from the tubes, and where the draft will cause it to 
pass as close over the top of the burning coals as possible (in 
order to mix with the hydrogen as it is evolved from the coal 
by the heat, and unite in combustion, before passing to a 
point where the temperature is too low to admit of combus- 
tion, which is the case in the tubes,) and in quantities to suit 
the proportion of hydrogen in the kind of coals burned (the 
less hydrogen the less air required to be admitted above the 

fire) are, in my opinion, the direction of 





their ears so that they will give some 


he 


economy in this particular. (Water spaces 
too large are as objectionable as if too 





chance for passengers to escape death by 
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small, so far as consumption of fuel is con- 





accidents that might happen by the jump- 
ing of a car or the breaking of a wheel? 
Joun Roy. 

{Mr. Roy is somewhat late in his in- 

vention, inasmuch as it has been in use 
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cerned.) Moderate water space (say 3 in.) 
for fire-box and % in. between tubes ot 
fire-box end, but more heating surface, it 
seems to me, would be economy, over 
present proportions, Extending the heat- 





on the New York Elevated Railroad, 
and was illustrated in the Railroad 
Gazette several years ago. ‘The same 





plan was also in use on the Balti- 
more & Ohio Railroad forty years ago. 
The objection to it is, first, that it is 
impossible to extend the central floor 
timbers through tbe whole length of 


ing surface results in less evaporation re- 
quired from a given surface to supply a 
given volume of steam ; and a slow evapo- 
ration from the heating surface would 
result in no more injury to the sheets 























the car. Itis therefore impossible to 
make the frame as strong to resist con- 
cussions as an ordinary car body. An- 
other objection is that in case the trucks 
should meet with an obstruction, 
such as running into a culvert, they would crush through 
the depressed part of the car and thus do much more in- 
jury to passengers than would be caused if there were no 
such depression. 

The car referred to, which was used on the Baltimore & 
Ohio Railroad, was built by Ross Winans in 1833 or 1834, 
and was, we think, called the ‘‘Dromedary.” It is de- 
«ribed and illustrated in the printed volume of testimony 
taken ina suit in equity of Ross Winans vs. The Eastern 
Railroad Company in the Circuit Court of the United 
States, Massachusetts District, October term, 1853. 

As this plan is reinvented every few years, we are thus 
explicit in citing authorities, so as to relieve the minds of 
inventors,—Eprror RatLRoaD GazETTE. ] 








Some Subjects That Deserve Investigation-* 





To Tae Eprtor oF THE RAILROAD GAZETTE : 


One question for discussion and investigation that I would 
Propose is in regard to the proportions of the top of the rail— 
that part in contact with the wheels. Are the proportions, as 
in general use, so far as width of top is concerned, the best 
snd most economical in the end? If it has been demonstrated 
that © 234 inch width of top is better than 2 inch, and that 2% 
inches is better than 2% inches, then is 24% better than 2% 
inches ? By using the latter size, would it not be more econ- 
omical, al things considered? Bails would be i eavier slightly, 
but the bearing surface, or point of contact, would be in- 
oreased in the only way it can be, without increasing the 
dismeter of the wheels, on the principle of lengthening @ 
journal to increase the wearing surface. If increased surface 
of rail will add to its durability, will not the effect upon the 
Wheels be equally beneficial? It would be but seldom that 
the plane represented by the top of the rail, and that of the 
face of the wheel, would coincide nearly enough to give a con- 
‘act the entire width of the rail at any one point, yet it would 
have the effect of shifting the bearing to all points on the sur- 
{06 of tie wheel, and thus add greatly to ite durability. Why 

wheels and rail be of such proportionsin width as that 

. 


This letter, it is pro 
, per to say, is only partof one in answer 
) At. which certain inquiries. ‘were made.—EprTon RalLg0aD 








than a more rapid evaporation with larger 
water space. 

An accurate account of the fuel used and 
the work done per mile run by each ergine 
(tonnage hauled, grades, speed, etc., taken 
into account) would result in great econ- 








Fig. 2. 
“NEW” (?) SAFETY CAR, 


of the rail due to the propelling power of .the driving-wheels 
is concerned, it is lessin the case of the heavier driving- 
wheel. 


Investigation on these points is necessary in order to deter- 
mine what is the economical weight for drivers drawing trains 
of a given weight, and as to what the actual advantages of a 
ten-wheel engine (6 drivers) are over an eight (4 drivers) 
wheel for freight service, and whether the weight carried on 
six drivers would be more economical than if carried on four, 
and to what point drivers may be loaded without greater in- 
jury to the rails than would occur by a greater number of 





drivers but of less weight, in doing a given amount of work. 
The question arises, have we arrived at perfection in the pro- 
portions of wearing surface of rails and wheels, and if not, in 
what particular oan improvement be made? Have we not 
given “heavy drivers” credit for doing greater damage to the 
rails in crushing and wearing them than actually occurred ? 

By increasing the bearing surface of the wheels that carry 
only, we might inquire whether it would be economy to in- 
crease the load in proportion. What is the economical load on 
a wheel, all things considered, to do a given amount of work ? 
Would it be more economical to carry 60,000 Ibs., on 18 wheels 
than to carry it on 10, including original cost of wheels, main- 
tenance, etc. ? 

Again: What is an economical speed for freight trains? 
Aside trom the resistance of the atmosphere, does rolling 
friction incr -ase with the speed, and can any great reliance be 
placed upon “‘ text books” or popular belief on this subject? 
To what extent is a high speed economical in going down 
grades in order that the momentum may be made use of in 
ascending the next one, on the principle of a fly wheel (a 





reservoir of power to draw from ; an equalizer of torce) ? 





omy of fuel. The same would be true in 

regard to other supplies, and the average 

condition of locomotives would be nearer 

perfect. It would be demanded, on the 
soore of economy. 

Another matter for investigation is the system and style of 
cars used for freighting. How can their durability be in- 
creased to such an extent that the additional cost of construc- 
tion will still result in economy over the cost of the present 
style? In some particulars the common freight car is notori- 
ously unworthy of the mechanical knowledge and judgment of 
railway managers—chiefest, perhaps, in the springs that carry 
the body. The body is carried on four points, while the avail- 
able motion (vertical) of those bearings (springs) for carrying 
the body of the car without twisting it to conform to the verti- 
cal inequalities. of the track, does not exceed { of an inch or- 
dinarily ; consequently, the body must conform to the line of 
the top of the rails immediately under each of the four bearings 
by twisting. (The mountain will not go to Mahomet, there- 
fore Mahomet must go to the mountain.) A little investiga- 
tion would enable managers to understand why the body is so 
soon worn out, and the cause of leaky roofs, broken nails, 
loose boards (siding), loose braces, loose bolts, rods, and the 
general dissolution that occurs in four or five years’ running ; 
and how much more can be expended in springs of the requi- 
site motion, or in arrangements that will make a car body prac- 
tically center-bearing at one end (to prevent the twisting), 
and still result in economy. 

Another defect is in the strength of the draft arrangement, 
The long list of disasters, delays, and expenses, resniti: g each 
year from the weak and defective dr ft arrangement, draw- 
bars, etc., if detailed would “even astonish the natives.” 
When security in this particular can be assured under ordi- 
nary circumstances, at so small an additional cost, it is singu- 
lar that this defect is not remedied. 

The link and pin, as ordinarily used, is equally deficient in 
strength, as the remains in scrap heaps along the roads will 
show. If links and pins are constantly breaking, it would 
seom to be wisdom and economy toincrease the strength 
until breakage under all ordinary circumstanc:s would not 
occur. That course is usual in other matters; why not apply 
~ Withs total car mileage on this road of about 900,000 miles 
per month, our average consumption of links and pins, {o 
supply breakage and loss, will average over 7,000 lbs. per 
month, and from what I can learn of other roads, we are un- 
der rather than above the average in tis respect. 

Another defect in the proportions of cars, on many roads, is 
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in the tize of journals, (diameter and length). Seven inches 
jong and not less than 3/4 inches in diameter will be found to 
be economy over a smaller size, if tested. Ind play of jour- 
nals should be as little as practicable, and if boxes next the 
hub of the wheel are made thick, so as to allow for the 
wear of the hub in the end thrusts of the wheels, 
and close enough when new to allow but about 
¥, in. lateral play between the box and hub of the wheel, they 
will, in my opinion, formed from experience and observation, 
give better results than are obtained under common practice. 
I could name roads that suffer in delays and expense fearfully 
on account of the excessive end play of journals, the collars 
cutting into the brasses as muh as 144 in. at each end, reduc- 
ing the bearing surface often to half the original length, the 
box being so far from the hub of wheel that the collars only 
are depended on to prevent lateral play. ‘* Patent lubricants 
for cooling hot boxes” are always in demand on those roads. 

Inquiry should also be made as 1o whether there cannot be 
more light thrown upon the laws of nature that come into 
play in the formation of the “chill” in a car wheel, so that we 
may be able to control it, or determine it, toa much greater 
degree of certainty than can be done by our present knowledge 
on this subject. Is it the result of chemical laws alone, or is 
itin part magnetic, or is it the law of crystals, such as are ob- 
served in the formation of ice, or the various crystalline sub- 
stances of nature, that determine what we call “chill?” It 
seems tome that in this field there isa ‘golden harvest” 
awaiting the patient researches of some one competent to solve 
the mystery. We know thatiron will “chill,” but can’t make 
the laws subservient to our will with as much certainty and 
uniformity as is desirable. 

RevuBen WELLS, Master Mechanic, 
Jeffersonville, Madisor & Indianapolis Railroad. 








A Problem in Hydrostatics. 





To THE EpIToR OF THE RAILROAD GAZETTE: 

On the 525th page of “ Trautwine’s Pocket Book” is the 
statement that if the foundation of a pier be on rock covered 
with a layer of cement to prevent the infiltration of water be- 
neath the masonry, the effective weight of the masonry below 
the water surface will not be reduced 62% pounds per cubic 
foot, but on the ccntrary, etc. 

Nw this is probably not a “ practical” question, for though 
aman might make a tie rod to an A frame twice as strong as 
necessarv, he would hardly make a pier or dock wall one-half as 
heavy as he thought necessary, recause he 
could lay the foundation in cement on rock. 

It strikes me that theoretically there are 
two sides to this question ; for suppose AB 
to be a vessel of indefinite height, and w a 
cubic block of any substance; let A equal 
the height of the water from the bottom ot 
the vessel and h’= the height of w. Then 
the pressure of the water at the bottom will 
equai h62.5, and the pressure of the water 
and block will equal (h—h’) 62.54; there 
can hardly be a doubt but thatit the spe- 
cific gravity of w be less than 1, the two 
columns will be in unstable equilibrium, and the question is, 
if it will require the presence of a film of water under w to 
Taise it ? N. 











The American Society of Civil Engineers and its Policy: 


To THE Eprtor oF THE RAILROAD GAZETTE: 

As stated by the writer in a former communication ( Railroad 

Gazette, Feb. 13, 1875), if the policy advocated by Mr. Croes is 
indeed that of the American Society of Civil Engineers, it is 
perfectly legitimate, whether advisable or not. But it is by no 
means certain what the policy of the Society really is. The 
views of the resident members only are, as Mr. Toots wou'd 
say, “of no consequence,” cnd itis greatly to be desired that 
a vote could be obtained from the whole Society. Itis a good 
sign, therefore, to see these matters discussed in technical 
journals, so that they will be brougbt to the notice of all the 
members. Were the policy definitely settled, the tedious dis- 
cussion on dangerous precedents and revolutionary proceed- 
ings might give way tosome useful work at the meetings of the 
Society. At the last meeting the discussion of the Rapid 
Transit Report was postponed, to allow debate on the important 
questions, Is a resolution printed on the cover ofa paper, 
printed at the head, and should a report, ordered to be pub- 
lished as a paper by subscribing members, have the names of 
the subscribing members appended to it? Whether these in- 
teresting questions are to be supplemented by others ot equal 
imp rtance to engineers, at the next meeting, will probably 
depend on the action of the revolutionary “ half-dozen,” who, 
according to Mr. Croes, are in favor of a policy tending 
: directly to the destruction of the Society.” If these 
“half-dozen” members attend the meeting in sufficient 
force to lay resolutions and precedents on the table, there will 
be chance to test the truth of Mr. Croes’ statement, that it 
" “questionable whether any extended and valuable discus- 
sion will result;” but it not, it is certainly ‘ questionable” 
whether any “discussion” whatever of the Report “‘ will re 
sult.” The principal object of this communication is to call 
the attention of the “half-dozen” to the importance of being 
Present at the next meeting; but there are one or two other 
Points to which brief reference may be made. 

Mr. Croes does not appear to have comoletely defined the 
org — the Society. In a paper read before the recep- 
, of the Rapid Transit Report, and in the subsequent dis- 
ussion, it was intimated that some members were profes- 


ally connected with i 
8 ecial ch fe 
I i ‘ Pp 8 emes for rapid transit, 80 


a y could not endorse any plan without embaras- 

me ate a view of the matter forms a part of the issue, 
included in the consideratio’ 

the Bociety, e n of the policy of 


ig 


Mr. Croes speaks of engineers “‘ peddling their wares,” as if 


it were something disgraceful. Such action is by no means 
uncommon, even among the most reputable engineers, 
althcugh it is not ordinarily characterized Ly so coarse a term 
as Mr. Croes has seen fit to use. For instance, when Mr. Roe- 
bling presented a plan for a bridge to connect Brooklyn and New 
York, Captain Eads, for the St. Louie Bridge, Mr. Chesbrough 
for a tunnel under Lake Michigan, Prof. Thurston, for a 
simple method otf testing the materials used in construction, 
Mr. Evang, for a system of rapid transit, these gentlemen 
were not looked upon as peddlers, who resorted to unworthy 
means to gain “ notoriety rather thap reputation.” It weuld 
not be difficult to extend this list considerably, and to prove 
conclusively that the best professional work 1s not always that 
tor which the highest cash price is paid. Indeed, there isa 
suspicion in the minds of many that those professional men 
who only work for pay frequently do things for pay that more 
scrupulous experts would decline to consider on any terms. 

It is true that the question of rapid transit, which is, per- 
haps, the most importaat engineering problem before this 
community at present, is one above all others that should be 
taken in hand by capitalists, who would pay engineers for the 
best solution. At the same time, while capitalists hold aloof, 
if professional men are willing to give their time gratuitously 
to the investigation of the problem, it is not by engineers, at 
least, that they sbould be condemned, 

; Ricwarp H. Bue. 
No. 80 Broapway, New Yorx, March 30, 1875. 











Permanent Way. 





The correspondence on permanent way now proceeding in 
our columns is by no means devoid of interest. It raises ques- 
tions which, from time to time allowed to aleep, still come up 
at varying intervals for discussion. It will be seen that the 
main argument of our correspondents is that rail joints con- 
stitute exceptionally weak places in our iron roads. The fact 
has been commented on for at least fifty years; and since the 
introduction of wrought-iron rails—first used, we believe, on 
anything like an extensive scale, about 1823- hundreds of in- 
ventions—we do not exaggerate—have been produced to get 
over the difficulty. The problem is still unsolved, and it is 
apparently as impossible now as it has ever been to produce a 
system of permanent way which shall be as strong at the 

ointsin the rails as it iseleewhere. Are we to assume, then, that 
he gy ee is insoluble? that, in short, it is simp he 
ble to devise a system of permanent way which shall be as 
strong in one place as it is anywhere else? Weare slow to 
give an answer in theaffirmative. On the contrary, we ven- 
ture to think that the required system of joint may yet be de- 
vised; but it will certainly not be devised by any ore who has 
not a most intimate acquaintance with the nature of the ob- 
stacles which he Fane oses to overcome. The most obvious 
way out of this difficulty is to scheme a system of fishing or 
otherwise supporting rails at joints in such a way that the 
joints can no longer be pointed out as localities of maximum 
deflection. Another method of arriving at the same end con- 
sists in so supporting the rails at the joints by the interpopi- 
tion of some structural element between them and the ballast 
that deflection will be reduces to an extremely low limit. 
The third arrangement is embodied in a system of construc- 
tion which ix intended to eliminate joints altogether. It will 
not be uninstructive to glance at the results which have 
— obtained in practice from the working of all three sys 
ms. 

The most obvious, the most crude, the most popular and 
convenient, snd possibly the least expensive device that can 
be included under the first division ot our subject is the well- 
known fish joint. Ina way fish joints answer their purpose 
so well that they are universaliy adopted on cross-sleeper 
lines. If rail- were very deep, and square under the heads. 
the fish joint would leave little to be desired. As it 1s found 
in practice, with a depth in the fish platcs of about 2% in., 
aud with anything rather than a square groove for the fish 
plate to lie in, its operation is very far from perfect, and it is 
well known that ths best o dinary fished joint has less than 
one-half the strength or power of resisting deflection of the 
rail proper. But this is not the worst of the tish joint. If it 
were, then by putting the sleeper under the joint some ad- 
vantage would be gained; but this plan ha- b en tried, and 
without in any way improving the road. Drflection might, to 
a certain extent, be diminished by the use of joint sleepers, 
but they would not cure that disagrecable thumping with 
which we are all perfectly familiar—the audible manifestation 
of the concussion to which rolling stock is subjected. When 
a heavily loaded wheel is caused to run along a rail, it will bé 
found that the rail proper continually ceflects under the in- 
sistant strain, rad this deflection is continually transmitted 
onward in advance of the wheel, the rail assuming a curve in 
a vertical plane, of greater or less length. When the wheel 
approaches a joint, however, the curve is rudely broken; the 
fish plates are unable to transmit the wave of deflection for- 
= in advance of the wheel, and the result is that the rati 
ow which the wheel is not stands a little higher than the end 
of the rail on which itis, The wheel encounters the higher 
end of the opposing rail with a certain amount of concussion. 
The end of the rail is by degrees hammered ivto fibres, and a 
jerk is given to the wheel and springs quite perceptible in a 
first-class carriage, and severely telt in heavily-loaded 8 
wagons, which always have bad and stiff springs. The efect 
in the fish joint—assuming it to be in pertect condition—is 
that it lacks the power to transmit the wave of deflection from 
one rail to the next, Is it possible to overcome this objec- 
tion? Two primary causes operate to bring about the deflec- 
tion of the fish joint. The first is lack of vertical stiffness in 
the joint itself; the second is want of stiff ess in the mode of 
attach’ng the fish plates to the rail. Now, the first objection 
can be overcome, b cause we may easily give any amount «f 
vertical depth we think yy t> a pair of fish plates by car- 
rying them down below the rail. This device nas been pat- 
ented over atid over again, and 1s now being adopted in a 
modified form by Mr. Tomlinson, on the extension of the 
Met opolitan Railway from Mooregate street to Bishopsgate 
street. No doubt some advantage is thus obtained, but it is~ 
not great. We haverstiil to screw the fish plates to the rails 
by four bolts, and it is simply impossible by any system of 
bolts to so secure the fish plates to the rails that the former 
will not work on the latter uncer the tread of a heavy engine. 
Sufficient surface is not and cannot be provided. It may be 
shown that a certain — of fish plate exists, the stiffness of 

late proper to which will j 1st balance the resisting power of 
the bolts, and of the grooves in which the nlates he, and that 
if the devth be exceeded nothing whatever is guined in re- 
turn for the increased cost ; and it is probable that this limit 
is very nearly reached with the ordinary 2% in. or 2% in. 
fish plate. Indeed, a little reflection wii show that if instead 
of an ordinary pair of fish plates we used a girder 18 in. long 
and 18 ft. deep, the joint wonld still constitute » weak place, 
tecause the rails, from the way io which they must of neces- 
sity be unitad to the fishing girder, would be unable to avail 
themselves of ite stiffness, although that would be infinite as 
compared ‘with even the solid section of the rail. It follows 








that no augmentation of depth in a fish plate, unless it is ac- 





























































































companied by some improved method of securing the plates 
to the rails, can do much govd in the only way peatinese 
that is to say, in rermitting the requisite transmission 
of the wave of deflection from one rail to that next suc- 
ceeding it. Iuventois have been alive to this fact, and va- 
rious devices have been eugeres to supplant fish bolts; but 
we may state here, for the benefit of any ot our readers who 
may feel disposed to give their brainsa little exer cise over this 
= that no device which consists in clipping the rail or 
ts lower table tightly has been tound to answer. In all 
cases the rails work loose in clipping fishes, and we have no 
reason to think that the problem can ever be solved in this 
wav. In one word, our conviction is that no system of fish 
plates alone can be devised which will permanently fulfill the 
required object. The problem to be solved consists not in de- 
vising a goud fish plate, vut in devisiug a gatisfactory method 
of securing fish plates to rails, 80 as to become continuous 
with the bars to which they are fixed. 


If we turn now to the second device, which consists in sw 
porting the rails from below without the aid of fishes, we shall 
find that in practice the results Lave been no less unsatisfac- 
tory. One example of this system may be found on the 
Great Southern & Western Railway of Ireland. This line 
was laid with 9 rail of excessive weight—something like 90 
Ibs. to the yard—and on cross sleepers, and of course without 
chairs. The jointe were suppor on sleepers, or rather 
slabs of timber, frequently sawn out of beech, elm or ash 
butts, and as much as two feet wide. The theory was that 
these | ~— sleepers would prevent deflection in the ends of 
the rails, and therefore that the ee of joints would hard- 
ly be felt. But the designer of this road—which we select 
simply as a type—forgot all about the wave of deflection, 
end in practice the rail was carried down under the leadin 
wheels of the engines, and with it the slab; but the sla 
could not carry down the next rail, which was only spiked to 
it. And thus the opposing rail, drawing the spikes, stood 
right up off the a sleeper, and nothing but lnccneeat at- 
tention, and packing up and spiking down, kept the road fit 
for work, The unusual weight of the rails aud the compara- 
tive lightness of the traffic have rendered it possible to per- 
petuate a vicious system in this case. It is worth notice that 
the st*ffn. ss of the line at the joints was nearly as great as 
anywhere else, although the road was, and we believe is, really 
very bad, That is to say, if under the tread of an engine a 
deflection ot say 3-16 inch was measured at any place in the 
yo ae of a rail, then it wou'd be found the same rail did not 
deflect more than 3-16 inch at the end. But then the next rail 
did not deflect at all, but stood up 3 16in, higher than its fel- 
low; and we need not stop to = ain what the result was, In 
a word, each length of rail acted for itself, and at thirty miles 
an hour. it was impossible to converse in a carriage if one of 
the windows were open, such was the noiee. The device was 
ingenious and simple enough, but it would not work. Then 
spikes at the joints were abandoned in favor of nuts and bolts, 
but the bolts could never be kept tight. The nuts got loose, 
and the bolt heads worked into the wood; and, besides, the 
joint sleepers or slabs, in apite of their tremendous width, 
“tipped ” under the rails. [t may be taken for granted that 
this system is worse than the worst that is possible witha 
fi-hed road, Attempts have been made to carry out the prin- 
oe in anotber way, joint chairs being used in which the ends 
of adjoining rails rested; but this scheme has totally failed, 
simply because the chair has always been unable to carry down 
the unloaded rail end with the loaded end, and the keys 
always worked loose. Indeed, instead of two long fish-plates 
ot iron, we have under this system a short fish-plate of wood 
in the shape ofa key. One enterprising inventor went so far 
that the rail ends were placed in a chvir the socket of which 
was much too large for them, and six or eight pounds of mol- 
ten cisé iron fiom a portable cupola were poured in. In 
this way a very good job was made. The rails were virtually 
welded into ove, and the wave of deflection was properly 
transmitted; but the cost was excessive, and besides there was 
the fa.al objection that it was all but impossible to take a worn 
rail out and ep.ace it vith anew one. The scneme, therefore, 
never went beyond the experimental stage. Before going fur- 
thur, it will be well to explain even mure fa'ly than we have 
yet done, that what is required in a ‘ail joint ix not so much 
that there shal! be modcrate deflection at a joint, as that the 
rail ends at both sides of ajointshall deflect equally If aroad 
were absolutely rigid, then all that » ould be needed to make a 
good joint would be to put a suvpurt under that joint. Ifthe 
rail ends were carried in a double chair, the thing required 
would be obtained. But this is not whatis wanted. The joint, 
whatever it is, must be se contrived that it one rail end de- 
scends—as it is ce tain to do—the other rail end ehall descend 
equulty, and no more. A practical example of the advantage 
wuich foliows from securing this end, even indirectly, is sup- 
plied by Mr Stiriing’s bogie express engines. These engines 
carry something like 15 tons on their 8 tt. driving wheels, yet 
they sre remarkably light on theroad. The tour wheels of the 
bogie are close together, aud when crossing joints they are 
near the rai) ends, and the front wheel, so to speak, carries 
down the rail for the next following wheel, and consolidates 
the whole track for the driving wheels. We venture to think 
that no one his yet devoted anfficient attention to this ques- 
tion of the transmission of deflection in advance of the com- 
ing wheel. All attempts have been directed to scheming rail 
joints to give stiffnexs, and that alone ; whereas stiffuers is a 
matter of secoudary impo tance as compared with keeping the 
upper surfaces of the rail ends dead level with each other. 


The third system of construction, which proposes the prac- 
tical elimination of joints, may be dismiased very briefly, as 
for some cause it has never come into extended use. It was 
adopted—althongh it did not origivave with the late Mr. Peter 
Ashcroft—on the Southeastern re The rail is compound. 
and consists of two augle-irons laid side by side with a steel 
T-piece bolted between them, the angle-irons break joint with 
each other and with the central table, so that virtnaily there 
is no complete joint, or, more strictly speaking, thre. thirds 
of a joint take the place ot one whole joint in a given kngtn 
of road. The system works well and gives satisfaction, but it 
is not free from defects, the principal being that for a consid- 
— aad of metal the whole vertical stiffaess ot the road 

small. 

A review of all the s;stems that have been adopted for 
strengthening rail joints would fill a large volume, but it will 
be found by those who will do as we have done, and devott a 
little time to ny tg the history of the subject, that prom- 
ising inventions have failed becanse of difficulties which only 
extended experience in the working of railways could have 
suggested ; and it will be seen that almost without exception 
designers of joints bave sought for notbing bat stiffness, and 
that they bave totally omitted to secure the essential on which 
we have insisted—the transmission of the wave of deflection 
unbroken over the juint. 1lfattention be paid to this point, we 
think it possible that a system of permanent way may yet be 
devised which will be, if not perfect, yet much superior to any 
now in use.— The Engineer. 


—Mr. John O. Da Costa, one of the first projectors and fo 
many years a director and large stockholder of the Camden & 
Atlantic Railroad Company, died in Camden, N. J., March 22, 
aged 74 years. 2 


—Mr. H. M. Britton retired from bis ition " 
tendent of the Whitewater Valley Railroed, April tae Phich 


time the road passed into the hands of the Indianapolis, 
cinnati & Lafayette Company, ¢ ~ 
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THE CHICAGO, BURLINGTON & QUINCY RAILROAD. 


The Chicago, Burlington & Quincy (which has had trials 
in its day, however,) is probably generally considered the 
most successful of Western railroads. It would be hard 
to find anywhere a larger district of almost uniformly 
fertile and cultivated country than that through which its 
main lines and branches pass, Probably nowhere in the 
country is there a larger production of grain, cattle and 
hogs per square mile of area than just here. Since it was 
built, too, coal mines have been opened at several points 
on its liaes, and, the land having been generally utilized 
for agriculture, for a long time past the towns on its lines 
have been growing with great rapidity, and there is no 
line in Illinois which has stations at so many large towns. 
The three largest cities of the State—Chicago, Peoria and 
Quincy—are all reached by the Chicago, Burlington & 
Quincy, while it has on its lines such places as Aurora, 
Ottawa, Galesburg, Macomb, Princeton, in Illinois, and 
Burlington, Keokuk, Ottumwa and Council Bluffs, in 
Iowa. It could hardly have been better placed to 
secure local traffic, and it has secured exceptionally 
good connections for through traffic. It was the 
first and for some years the only road com- 
manding a through rail route from Chicago to Kansas, and 
not long aiter the opening of the Uniou Pacific it com- 
pleted a short connection with that road, and there is a 
whole system of roads in Nebraska and Kansas which are 
controlled by nearly the same parties as those who direct 
the Chicago, Burlington & Quincy, which probably gets 
the largest share of their through traffic. Only a little 
more than a year ago it became the chief Chicago outlet of 
the Missouri, Kansas & Texas road, and so was brought 
into close connection with Texas, and for a long time part 
of its road has formed the Chicago outlet of the Iowa lines 
and some 150 miles of the Dunleith line of the Illinois 
Central. It reaches the Mississippi at six points, and has 
trains running through to two others, and its trains run 
to the Missouri River at Council Bluffs, Plattsmouth, Ne- 
braska City, St. Joseph, Atchison and Kansas City. So to 
its resources for local traflic it adds advantages for through 
traffic such as are excelled by no railroad west of Chicago. 
Its western connections, too, penetrate the most rapidly 
growing districts of the Northwest, so that its future prom- 
ises an increase of business only surpassed by that of its 
past. 

Any examination of the growth of traffic on a railroad 
like this is complicated by the growth of the road itself. 
In 1865 this company worked but 394 miles of road ; now, 
1,264. The additions, except the 300 miles of road across 
Towa, have been entirely of branches which, however suc- 








cessful and profitable they might be, could not in the 
nature of things equal the main line in earnings per mile. 
Indeed, there were many of them only valuable to the 
company as contributors to the traffic of the main line, 
and some, doubtless, have been acquired more to prevent 
their injuring the old road than with the hope that they 
would be directly beneficial. Since 1868 the road has 
grown from 403 miles—more than trebled in length. In 
that time the passenger traffic has increased nearly 115 
per cent. and the freight traffic 236 per cent., or, counting 
a passenger-mile equal to a ton-mile, the whole traffic has 
increased from 172,216,800 passenger and ton-miles in the 
year ending April 30, 1868, to 531,042,545 miles in 1874, 
the road having increased as above. Here the propor- 
tions of increase have been 214 per cent. in road and 208 
per cent. in traffic—nearly equal, after all, we see. If we 
compare earnings they tell a different story, for while 
traffic has increased so enormously, rates have decreased 
very largely, and the percentage of increase in earings is 
but 89 per cent. The increase in capital has been very 
nearly 200 per cent. (199.6), andif the proportion of work- 
ing expenses remained the same, and the increase in cap- 
ital had required as large an average rate of interest in 
1874 as in 1868, the company evidently would not have 
been able to maintain its position. The proportion of 
working expenses has increased, with the reduction in 
rates, from 50 to 53 per cent., but the increase in capital 
has been much larger in bonds, chiefly bearing 7 per cent. 
interest, than in stock, which is paid 10 percent. The 
increase in stock has been 112 per cent., and in bonds 399 
per cent.; the whole capital having doubled, the bonded 
debt has quintupled. If the increase had been the same in 
stock as in bonds, while $800,000 per year less than at 
present would be required to pay interest on bonds, $1,100, - 
000 more would have been required to pay 10 per cent. 
dividends on the stock. Thus the company has been 
able to keep up its rate of dividends by making 9 or 9} per 
cent. on investments of money borrowed at 7 and 8 per cent. 
The average profit on the capital invested has meanwhile 
decreased greatly—from 17 to 9} per cent.—but in 1868 
that profit was exceptionally great, and the proprietors 
could hardly have hoped to see it maintained in the 
future. A summary of the progress of the company, in 
capital, interest and dividends, traffic and gross and net 
earnings, for the six and two-thirds years from April 30, 
1868, to December 31, 1874, is given in the following 
table, in which the figures for the earlier year are taken 
from ‘‘Poor’s Manual ”: 





1874. 1868. Increase. P. c. 
Capital stock..........s04 $26,639,018 $12,544,030 $14,094,983 112 
Funded debt..........0++ 27,381,075 5,488,750 21,692,325 3299 
Total capital........ $54,020,088 $18,032,780 $35,987,308 200 
Ten per cent. dividends... 2,663,901 1,254,030 1.4 9,498 112 
Actual interest charge.... 1,958,892 363,555 1,695,337 439 
BETGONG . voc cc ccccccccccccs 1,264 40: 861 214 
Trafficiton and pass. miles) 531,042,545 172,216,80) 358,825,745 208 
Grogs Carnings.........5+. $11,645,317 $6,154,647 5,490.670 89 
Netearnings ........+.++ 5,463,803 3,087,482 2,376,321 77 
Percentage of net earnings 
on total capital... ....... 9.5 17.1 


This shows, certainly, that the financial strength of the 
company is not nearly so great now as it was seven years 
ago. Then but little more than 30 per cent. of the capital 
was represented by bonds; now more than 50 per cent. is, 
Then the net earnings were 17 per cent. on the total capi- 
tal; now they are 9} per cent. It remains none 
tre less true, however, that the company is still in an ex- 
ceptionally strong position, and is one of the solidest prop- 
erties in the Northwest; its position for commanding 
traffic under any fluctuations of rail and lake rates and its 
constantly growing business rendering it even stronger 
than its accounts make it appear to be. The proportion of 
net earnings to capital has improved of late years, as the 
following willshow: 


Per- Per- 
Year centage. centage 
BODTHOB ccc cp ces seicccccces 17.10 PER cukis Vibek oaraeeeusued 9.17 
BOOB HBD. ccc cccccccccecccces 18.31 *1872 9.35 
WBSD=T0. occ cccccccccccecece 13,33 BEE, Ben 5006 esenoeresoces 9.51 
WBTOHF1 . cevccccvevcccceccee 10.67 EE... bede.sncedsevceeeeccoed 9.50 


*Eight months ending with December; the percentage is averaged 
for a year, 


Thus, though the net earnings do not approach the per- 
centages previous to 1871, they have increased somewhat 
since 1871-72, notwithstanding the vast additions made to 
the capital by the acquirement of the branches and the 
Burlington and Missouri River Railroad. 

Those who have had little experience in permanent rail- 
road investments are likely to look upon this decrease in 
the rate of the returns on the capital as, whether avoidable 
or not, very unfortunate for the proprietors. This would 
be true if there had been no increase of capital meanwhile, 
but as the facts stand, not it but the contrary is true. If 
aman has ten thousand dollars invested in a business 
which pays him 20 per cent. profit, he finds advantage in 
an enlargement of the business so as to employ fifty 
thousand dollars, though the profits are re- 
duced to 12 per cent. He can get money for 7 per 
cent., and his profit of six thousand on his enlarged bus- 
iness, after paying $2,800 for interest on the forty thousand 
added to the old capital, remains $3,200, and his income 
is greater by twelve hundred dollars than if he had main- 
tained the old rate of profit onthe old business. This is 
just what has occurred with the Chicago, Burlington & 
Quincy proprietors, Theyhave had frequent opportuni- 





ties for making new investments which return more—some 
of them much more—than the usual rate of interest. And 
when railroads, and most other large public business enter. 
prises, have become extraordinarily profitable, this extep. 
sion of investments is usually the only way by which the 
prorpietors can keep good their position. The extraordj. 
nary rate of profit can hardly ever be maintained; it attracts 
competition, and, in the case of a corporation sery. 
ing the whole public, bitter enmity. In railroads the 
policy then is to enlarge the business by the use 
of new capital whenever more than the market rate of in. 
terest can be earned on that capital. Such an enlarge. 
ment, however, also frequently becomes necessary in order 
to save the old investment from great depreciation or de. 
struction, and should then be made (if the money can be 
got), even if it does not return ordinary interest—as has 
been done of late years on more roads than one; but the 
Chicago, Burlington & Quiocy has not had to meet such 
exigencies. The opportunities which this company’s 
stockholders have had have been numerous, and so far ag 
the enterprises connected directly with the road are con. 
cerned—the new roads which it has built or leased—have 
been uniformly advantageous; and there is probably no 
better satisfied body of railroad proprietors in the United 
States. Many of them, doubtless, have lost a great deal of 
money in enterprises which their directors, or some of 
them, have recommended—railroads in Iowa, Missouri 
and Kansas which were expected to be of some value to the 
Chicago, Burlington & Quincy as feeders—but the compa- 
ny’s own enterprises have been on the whole very profita- 
ble to those who invested in them. 

This may seen like ancient history. We are not accus- 
tomed to look back with steadiness over so extended 4 
space as seven years in a railroad’s history; and in these 
days the first question asked of a company, and frequently 
the only one, is, How did it stand the panic? Wonder. 
fully well, must be the answer for the Chicago, Burlington 
& Quincy; it has increased its traffic, nearly maintained 
its rates, and increased its profits slightly (though not the 
rate of profit on its investment) through one of the most 
trying years railroads have known. Indeed, it can hardly 
be said to have been a trying year for the Chicago, Bur- 
lington & Quincy. In fact, the road is one less likely than 
most others to be affected by temporary disasters, failures 
of crops, low prices and the like. Itis a great wheat road, 
though inferior to some others in the Northwest, but the 
failure of wheat on its lines may not prevent an 
increase in traffic. It is the greatest of com, 
hog and cattle roads, and though the failure 
of corn is always a great misfortune to it, the hog ship- 
ments depending largely on the corn crop, yet witha 
good wheat and grass crop and plenty of cattle, it does 
well when there is little corn to carry. And, as iis traffic 
comes from Southern Iowa, Northern Missouri, and nearly 
all Nebraska and Kansas, and to a considerable extent 
even from Texas, as well as trom Northern Illinois, which 
was once its sole field, the failure of crops must be a very 
wide-spread one which does not leave some of its territory 
with good harvests. In Illinois, too, the cos] traffic and 
th. manufactures of the towns on the line have acquired 
immense importance, and are now the chief sources of the 
growth of traffic in that State, as they are and for many 
years have been on most of the railroads in Northern 
Illinois, where there is little or no growth in the farming 
population, but a great one in the towns and villages. 

It is not probable that, for a long time to come at least, 
this company will again engage in an extensive work of 
extension. It occupies its field very completely in Ilinois, 
and with some extension of second track on its main lines 
will be able to accommodate any probable growth of trafic 
onthem. It will probably find it to its advantage in the 
course of a few years to construct some new branches to 
its Iowa line, where the country is now thinly peopled and 
able to quadruple its production when there are hands 
enough to cultivate it. But for some years to come we 
may expect its chief expenditures on capital account to be 
for renewing track with steel, second tracks and sidings, 
additions to the rolling stock, and other improvements to 
enable the existing lines to carry a heavier traffic at Jas 
than the present cost. 

In all our calculations concerning the company Wé 
have spoken of the lines which it works as all its ow? 
property. This is not literally true, as most of the 
branches have distinct organizations, as has the Burling: 
ton & Missouri River road, but the contracts by wile 
these roads are worked make them substantially part of 
the lessee’s property. It is liable for all the interest 02 
the funded debts, owns most of the stock of the branches 
and pays dividends on the Burlington & Missouri River 
stock equal to those on its own; and in our statements of 
capital we have added the stock of both companies ® 
which dividends are payable, and the bonds of all. 

The comparisons of the results for the two years 
will be found in our summary of the report. The prog: 
ress made is, briefly, an increase of 3.25 per cent ip 
capital, of 5.22 per cent. in traffic, of 2.10 per cent. it 
gross earnings and 3.25 in the net earnings, and® 51 
on the whole capital of 9.50 per cent. in 1874 against 
per cent, in 1873, 
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THE GREATEST BRITISH RAILROAD. 


A paper was recently read before the Institution of Civil 
Engineers to show the difficulty of working a railroad 
crowded with traffic, in which the London & Northwestern, 
the most important of all the British railroads, and per- 
haps the road with the heaviest traffic in all Europe, was 
taken as an illustration. The data given concerning it in 
this paper were by no means complete, but they will ena- 
ble us to make some interesting comparisons with a lead- 
ing American railroad. We have taken all the roads 
worked by the Pennsylvania Railroad Company directly 
to compare with the English road, as thus we more nearly 
approximate to the mileage of the latter, and besides it 
might be unfair to compare the best part of the Pennsyl- 
yania system with the whole system of the London & 
Northwestern, which may, for aught we know, have some 
lines with comparatively light traffic. 

One of the most interesting matters to note is the 
train work which the most crowded roads in the world 
have been able to do on two tracks, with plenty of sidings. 
In England only recently do people (when there is a 
great accident) begin to talk of the necessity of providing 
separate tracks for freight, so we may conclude they have 
not yet passed, though they may have reached in some 
cases, the limit of capacity of double-track roads. The 
London and Northwestern has begun the construction of 
separate freight tracks already. Our roads with heaviest 
traffic have felt sometimes that they were likely to pass 
that limit before they could provide additional tracks, and 
one has already provided them. 

The following is a comparison of some of the facts con- 
cerning the two roads, the Pennsylvania for the year 1873, 
the English road for the year ending six months later: 








London & 

Pennsylvania. Northwestern. 
Males WOrked ..... 02 cccccscccccccccccces 55. 1 960 
No, of Jocomotives...........seeeeeeees 1,071 1,935 
No, of passenger-train cars.........+... 847 2.722 
No. of freight-train cars... ° 20,649* 39,581 
Passenger-train mileage. «+» 6,386,208 14,460,568 
Freight-train mileage.... «++ 17,113,238 16,097,954 
Total train mileage.......... -++ 23,499,536 30,588 922 
Train mileage per mile of road......... 15,531 15,591 


The last figures show that the two roads are almost 
equally crowded with trains, the London & Northwestern 
having less than 0.4 per cent. the most trains per mile of 
road. That the trains are similar in size we cannot say, but, 
judging by the weight of the English company’s locomo- 
tives, they do not do more work than the Pennsylvania's. 
These weights are reported to be from 27} to 31} (long) 
tons for passenger engines, and 29} tons for the heaviest 
coal trains. The maximum ‘‘ goods” train is reported to 
weigh 292} tons and to consist of 45 ‘‘wagons,” which 
gives 7} short tons per ‘‘wagon.” Sixteen of our cars 
tully loaded would make such a weight. English freight 
trains, as well as passenger trains, run faster than ours, 


however. 
As to the amount of work done, there are no sufficient 


data from the London & Northwestern, which, like other 
British railroads, reports the number of tons and passen- 
gers transported, but not the distance they were carried. 
The number of each is as follows : 


Tous of 

Passengers. treight. 
Pennsylvania .......eesereseceeccceeece 15,057,153 15,647,509 
London & Northwestern.............+. 42,611,777 27,208,042 


Doubtless the London & Northwestern has much the 
largest passenger traffic, though not to the extent indi- 
cated by these figures, for it has by no means so large a 
long traffic as has the Pennsylvania; but the difference in 
the average distance hauled mnst be very great in the case 
of freight, the Pennsylvania having a great stream ot 
traffic which passes over the entire 444 miles between New 
York and Pittsburgh. 

To ascertain the capacity of a road, however, we must 
examine its most crowded part; and it is not an average 
of a score or two of different lines that will enable us to 
know the greatest number of trains that a railroad can 
pass over its tracks. In the paper referred to, however, 
the section of road from London (Euston station) to Rug- 
by is given as an example of the heaviest traffic—a sec- 
tion 83 miles long. On this section the following trains 
ran through: 30 express mail trains at 40 miles an hour ; 
5 at 36 miles an hour ; 29 passenger trains at lower speeds 
and stopping at all stations ; 32 express goods trains at 20 
to 25 miles an hour; 27 ordinary goods trains, and 23 
local goods and mineral trains—a total of 64 passenger and 
82 freight trains. 

The Pennsylvania Railroad runs over the 90 miles of 
its ‘‘ New York Division” (New York to Philadelphia) 30 
through passenger trains daily, (15 each way), and in an 
ordinarily busy season about 40 freight trains of about 
30 cars, carrying ten tons each. The size of the trains, 
of course, makes all the difference possible in the bulk of 
the traffic, but it does not, after all, make much difference 
mM crowding the road. If terminal facilities and sidings 
are adequate, about as many long as short trains can be 
passed over a road. The Pennsylvania's trains on this 
division of its road appear to be nearly twice as large as 
the London & Northwestern’s average freight trains, but 


they must also be considerably larger than the Pennsyl- 





. pee cars owned by other companies and individuals (chiefly fast- 


vania’s average trains, as this is probably its easiest 
division. 

There should be some better collection of information 
than now exists concerning the maximum capacity of 
single and double tracks as proved in practice on different 
railroads, with such information as to the complexity of 
the traffic as will enable one to make comparisons. Many 
of our roads have been forced to provide second tracks, and 
some still more for parts of their lines; but we have no- 
where seen accounts of the actual bulk of the traffic which 
finally broke the back of the single or double-track road. 








Foreign Railroad Notes. 


Under this head we have collected some notes and observa- 
tions gathered and made chiefly in reading various fcreign 
railroad and technical journals which have reached us within 
a few weeks past. Some of these notes are bare translations, 
and others contain comments on the facts recorded, as the 
reader will see; and the variety of subjects is such that no 
less general title than the one we have given would cover 
them all. 

On the Royal Hungarian State Railroad in 1873, the propor- 
tion of first-class passengers to the whole number was but 
1.1 per cent., of the second class 13.5, of the third class 30.6, 
and of the fourth class 54.8 per cent. It was thought that 
there should not have been so many more fourth-class than 
third-class passengers, and the cause is said to have been 
that there was too little difference in comfort between these 
two classes of cars, and on this account it has been decided 
to change the newer fourth-class cars into third-class, and to 
use freight cars for the fourth class, provided with seats and 
warmed. Formerly (and perhaps now in some parts) German 
tourth-class cars had no seats. 

The Austro-Hungarian railroads have a clearing house for 
interchanged cars, situated at Pesth. The estimate for its 
expenses in 1875 is a little less than $3,000, which indicates 
that the employes are not paid munificently. 

A committee of representatives of railroads terminating at 
Vienna has been constituted ior the purpose of studying the 
causes of the railroad accidents that may occur, proposing 
measures to obviate them, and preparing statistics of acci- 
dents. The Hungarian Ministry of Communication hus de- 

ided on establishing a commission of representatives of Hun- 
garian roads for the same purpose. 

Mr. F. Pupka, an engineer at Vienna, writes to the German 
Organ for Railroad Progress of some experiments made by 
Mr. A. Feldbacher, Engineer of the Austrian State Railroad 
Company, on lining locomotive boilers with sheet copper to 
prevent accumulations of incrustation. Of the three plates 
forming the bottom of a locomotive boiler, the two at the ends 
were covered with sheet copper one millimetre (1-25 inch) 
thick, the middle one being left bare. This enging was run 
two years, making a distance of about 14,000 miles in switching 
service in the Vienna yard, where the water is the worst on the 
line. On removing the boiler tubes, a layer of incrustation 
was found 10 millimetres thick on the iron surfaces and two 
to three millimetres on the copper; the iron exhibited corro- 
sions 1% millimetres deep ; the copper maintained a perfectly 
smooth surface, while the iron under the copper had the ap 
pearauce of new plate. The structure of the incrustation was 
coarser grained on the iron than on the copper. The cost per 
boiler is given as $50 to $150. 

Mr. Kupsa summarizes the advantages of this practice as 
follows : 

1. The life of the boiler is increased two or three times, 
and extraordinary security against explosions is obtained. 

2. There is considerably less incrustation on the smooth sur- 
face of the copper than on the porous and somewhat oxydized 
iron or steel, and therefore a better generation of steam and 
utilization of fuel. 

3. The boiler plates may be thinner without danger, in con- 
sequence of the favorable action of the copper in preventing 
corrosion, and consequently the weight of the boiler may be 
less. 

4. The joints of the plates are made perfectly tight by 
doubling the thin copper sheets over the iron plates and rivet- 
ing them 1n. 

5. There is a considerable saving in boiler repairs. 

A great many inventions of car couplers are made in Ger- 
many now, in competition for the prize offered by the German 
Railroad Union. Most of them are not automatic couplers, 
however, but are intended simply to enable the workman to 
couple without going between the cars, which in Germany 
have a buffer on each ¢ide. 

The ‘* Prince Henry Railroad Company,” of the Grand Duchy 
of Luxemburg, has obtained concessions for three lines, one 
or which is described as “ an Amerjcan road from Wallendort 
to Vianden.” 

The Railroad Department of the German Empire has lately 
published a report of the accidents occurring on the railroads 
of the Empire, exclueive of those in Bavaria. For the month 
of December there were 319 accidents; 187 of them derail- 
ments, 112 collisions, and 100 other accidents in the working 
of the roads. There were 249 persons killed and injured as 
follows: 


Passengers. Employes. Othere. Toial. 
OO ae 37 10 49 
Injured. ......... 10 179 ll 2u0 
Raitt sence 216 21 249 


There was one person killed or injur.d to every 1,465,940 
miles run by an axle—axle miles, as the Germanz say, which 
is their ordinary way of expressing # unit of train service, 
Most of their cars have only two axles, but some have three; 
and nearly all engines have more than two; so an injury to 
730,000 miles run by carg and engines wouli probably bea 
little too favorable statement, which is so bad asto incline us 





cars) run regularly over the road, 


- 


to. he-reconciled with our frightful February report of 211 
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train accidents. A single road had 16 derailments, 20 col- 
lisions, and 96 greater or lesser injuries to vehicles. 

In a pamphlet on ‘German Railroad Politics,” published in 
Berlin in 1872, Dr. F. Perrot says that descriptions had been 
given, ina work on the methods of lubricating car axies, of 
more than 100 constructions of axle-boxes actually used in 
Germany, and the greatest variety of axle-journals and bear- 
ings. The consumption of oil per axle-mile in some of these 
was not less than a hundred times as great as in others! One 
of the large German companies, having used in 1862 about 
$25,000 worth of oil for car-axles, introduced an improved ap- 
paratus and a system of premiums to the brakemen who oiled 
the cars for economy in the use of lubricators. Within four 
years (having a considerably greater axle-mileage than before) 
the saving amounted to more than $85,000. 

The number of men employed on British railroads is said to 
be about 300,000. Of the whole number in 1876, 773 were killed 
and 1,171 injured. 

English journals report a trial of the Westinghouse vacuum 
brake, March 2, which was very successful, a train running 43 
miles per hour (engine and 10 cars) being stopped in 452 
yards and 33 seconds on a down grade of 60 feet per mile, and 
again in 110 yards and 18 seconds at a speed of 25 miles an 
hour on an up grade of 50 feet per mile. 

An English paper gives the following as the totai staff of 
employes in the service of the railroads of the United King- 
dum. Itis probably for the year 1873, but no date is given 
with the list: 


Gectotary ’s Gepartment........cvccccccccccccccccccccecs wepabe 863 
TEAMS GeHaPtMOMs....ccscce ..cccccccoce sevcecescresoderseces 106,741 





Engineer's cepartmet.... wee 
Storekeeper’s aepartment. 2,108 
Police department........... 1,610 
Accountant’s department............... 149 
SID MINNIE 060.5.00:000000600c000bS000600 e0b00e eo. 2,673 
Steamboat service...... 000000000000000806060006 ove eovcee cose 98,182 
SERNOTEUNODTNS 050600 6000 60 0000005000 8650dsedeewebsoanetecn sees 18,064 

274,730 


Ten-elevenths of the whole force are in the traffic, locomo- 
tive and engineer’s departments. Of these, the traffic depart- 
ment had 39 per cent. of the whole force, the locomotive de- 
partment 30 per cent., and the engineer’s department 214% per 
cent. Tae number of employes per mile of road was about 17, 

Paternal government could haraly furthergo than has been 
seriously proposed in Germany in advocating a law prohibit- 
ing the investment of German capital in foreign securities. 
Arguing against the proposition, the German-American 
Economist, of Frankfort, says: “To-day the two richest 
nations of Europe, Great Britain and Holland, are also those 
whose money markets have taken the most and the most vari- 
ous waterial in foreign sccurities.” It also ventures to say, as 
at least approximately correct, that the profits realized in 
Germany on the several hundred millions of United States 
5-20 bends bought at ridiculously low prices during the war 
equal ali the losses on Spanish bonds and those of the bank- 
rupt American and Austrian railroads, 

The Railroad Department of the German Empire reports 
the accidents for the last half of 1874 on all the railroads of 
the Empire except those of Bavaria (which are not under the 
jurisdiction of the Department), The length of the railroads 
in operation was 13,640 milos—about a fifth of the,mileage of 
the United States. On these there were during the half year 
1,408 accidents, 608 of which were derailments and 478 col- 
lisions. By these accidents 285 persons were killed and 992 
injured. ‘Ten of the killed and 59 of the injured were passen- 
gers ; 195 of the killed and 852 of the injured were employes, 
and 80 of the killed and 81 of the injured were other persons. 
No less than 62 persons attempted to commit suicide on the 
roads, and 57 of them were successful. One passenger was 
killed to 64,329,247 axle-miles of passenger and mixed trains 
(something less than half that number of: car-miles) and one 
was injured to 10,893,262 axle-miles of the same trains. One 
road kilied or injured a person for every 796,886 axle-miles, 
whieh is about equivalent to about 31,875 train-miles of a train 
of five American cars. 

A German railroad officer proposes a radical change in the 
method of selling round-trip and excursion tickets at reduced 
rates. He says that most travellers on any extended route 
desire to vary from the route selected originally for some 
cause or other, ani many do sv and lose part of the tickets. 
On the other hand, the settling of routes and rates, and the 
calculation of shares due each company require much time and 
expense, 80 much so that the business often costs more than it 
comes to. He proposes that hereafter the companies do not 
sell tickets for such journeys at all, but offer instead orders for 
various amounts payable in tickets at their face value on pres- 
entation at any ticket office of any of the roads parties to the 
agreement, but sold at various discounts, according to the 
length of the journey or the time within which it is to be made. 
Thus a little book of such orders, accompanied by the photo- 
grapb and signature of the buyer, might have leaves repre- 
senting %, 1, 2, 5, 10, 20 marks or guiden, or, instead, 5, 10, 
20, 50, 100 miles. One for 2,000 miles journey might be sold 
at a discount of 10 per cent., if good for only six 
weeks, of 774 per cent. if good for two months, and of 5 per 
cat. if good for three months, and a farther reduction of 5 
per cent. might be made for every addition of 625 miles (1,000 
kilometres) to the distance, up toa maximum of 30 ‘per cent. 
Thus a ticket for 7,000 kilumetres (ubout 4,850 miles), 
good on any or all of the lines of the companies agreeing to 
their issue, might be sold at a discount of 30 per cent. from 
the regular fare if it was made good tor only six weeks, at 
27% per cent. discount if good for two months, and at 25 per 
cent. if good for three months. 

The London Times cautions investors who are expecting 
the English railroads to make larger earnings than heretofore 
for their shareholders. It says that although in the future 
traffic will doubtless increase, and the working expenses of 
the roads will somewhat diminish as they get the udvantage 





of the great fall in coal and iron within the past year and a 








eat a on ms wet 





} 
; 
af 
| 
} 
t 
; 
2 
| 
i 








186 


THE RAILROAD GAZETTE. 





—__.., 





half (which have not yet had much influence on expenses be- 
cause of the custom of the companies to make contracts for 
long periods), yet the increase in the traffic will require large 
expenditures on capital account, and the freight rates, which 
were raised materially before 1873, when business was best 
and prices highest, cannot be maintained, but will have to be 
reduced to suit the changed condition of things. It regards 
the construction of separate tracks for treight (which the 
London & Northwestern has already begur) as inevitable on 
the leading lines at no very distant day. 

Recent lettings of contracts for Bessemer rails in France 
have been made at the rate of $62.75 per ton of 2,240 !bs.— 
equal to $73 per ton in our currency at the present price of 
gold. Third-class four-wheeled passenger cars were let at 
$775 each, Martin steel Jocomotive tires at four cents a pound ; 
car-axles at 4.4 cents per pound ; spiral springs at 10.4 cents 
per pound, and freight cars at $290 each—all in gold. 





Record of New Railroad Construction. 


This number of the Railroad Gazelte has information of 
the laying of track on new railroads, as follows : 

Buffalo & Jamestown.—Extended from Das ton south by west 
9 miles to Cherry Creek, N. Y. 








Tue New Missouri Raitroap Law (which at this writing 
the Governor has not signed, however), an abstract of which 
we give this week, is in principle identical with the Wisconsin 
law. The freight rates are identical with those of the Potter 
law for classes A and B, in Missouri the lower classes ct roads 
having no advantage except in passenger rates. The classifi- 
cation, too, is decidedly an original one; all through or 
teunk line roads being put in Class A, whether they earn less 
than their working expenses or 20 per cent. on their capital ; 
all branches of trunk lines being put in Class B, while other 
branch roads form the lowest class, though they seem to have 
exactly the same liwitations as those in Class B. 

There is in Missouri just one railroad that pays dividends, 
and about half of the mileage in the State is in default on the 
interest on its bonded debt, and most of these defaults bave 
been made within a year, and several very recently. The aids 
to bankruptcy which the Legislature has provided were not 
needed, one might think. 

It is not probable that such a law as this can be maintained 
in Missouri, It is the peculiar provision concerning charters 
in the Wisconsin constitution that has enabled the Govern- 
ment to enforce the law so far in that State, and we never 
heard that there was any question in Missouri as to the bind- 
ing nature of the contracts contained in the charters, 








A Heavy Trarric passed over the Erie Railway’s new bridge 
at Port Jervis, immediately after its completion. Freight trains 
had been held back in auticipation of the completion of the 
bridge til the road was full of them for miles. Within five min- 
utes from the time when Mr. Chanute, the Engineer, pro- 
nounced the test of the bridge satisfactory, trains began 
to cross, and within twelve hours, besides all the regular pas- 
senger trains, 2,384 freight cars were hauled over the bridge. 








General Railroad “Xlews. 





ELECTIONS AND APPOINTMENTS. 





Detroit & Milwaukee.—At the annual meeting iv Detroit 
March 23, the following directors were elected tor the ensuing 
year : C. OC. Trowbridge, 0. J. Brydges, H. N. Walker, E. A. 
Brush, C. H. Buhl, Sir Hugh Allen, W. McMaster, Samuel 
Barber, Andrew Watson. The board subsequeatly elected C. 
0. Trowbridge, President, an? ©. J. Brydges, Vice. President. 

St. Louis & Scutheastern.—Mr. A. G. Thompson has been ap- 
pointed Purchasing Agent and Traveling Auditor. 


Pennsylwania Company.—Mr. C. P. Mackie has been ap- 
pointed Secretary, and Mr. John C. Conn, Assistant Secretary. 
i he office of the Secretary will be with the President, in Penn- 
sylvavia Railroad Company’s building, No. 233 South Fourth 
street, Philadelphia ; that of the Assistant Secretary in Pitts- 
burgb. 

Middleburg & Schoharie.—The following officers have been 
chosen for the ensuing year: President, Daniel D. Dodge; 
Vice-President, Lyman Sanford; Treasurer, Peter 8. Danforth; 
Secretary, Jacob Neville. 

Boston of Civil Engineers.—At the annual meeting in 
Boston, March 24, the old officers were re-elected as follows : 
President, Thomas Doane; Vice-President, Desmond Fitz- 
geruld; Secretary, George 8. Rice; Treasurer, Clemens Her- 
schel; Librarian, E. K. Clark ; Auditor, Joseph P. Davis. 

Whitewater Valley.—Mr. G. L. Bariiager, Superintendent 
of the Indianapolis, Cincinnati & Lafayette, will assume charge 
of this 1o.d also as Superintendent April 1. 

Farmers’ Union.—The officers of this company are: Presi- 
dent, J. W. Tripp, Liscomb, Ia.; Vice-President, Wm. Battin, 
‘Liscomb, Ia.; Secretar and Treasurer, 8. A. Emery, Liscomb, 
Ia,; General Agent and Superintendent, F. A. Soule, Chicago; 
Directors: J. C. Early, C. Whittaker, 8. A. Emery, J. W. 
Tripp, J. Battin, T, Kennedy, M. Townsend, E. H. Watson, 
F. A. Soule. 

Chicago & Paducah.—The Circuit Court has appointed 
Charles Voris, of Windsor, Ill ,and M. W. Van Valkenburg, of 
Greenville, Ill., Receivers. Their appointment, however, was 
subsequently revoked and they were discharged. 

Pennsylvwania.—At the annual meeting in Philadelphia, 
March 23, the following directors were chosen, being the same 
board as last year: Josiah Bacon, Alexander Biddle, Alewan- 
der J. Derbyshire, Samuel M. Felton, John M. Kennedy, Wis- 
tar Morris, Henry M. Phillips, Thomas A, Scott, N. Parker 
Shortridge, Philadelphia ; John Scott, Pittscurgh. The board 
re-elec Thomas A. Scott, President; George B. Roberts, 
First Vice-President ; Edward Smith, Second Vice-President ; 
A. J. Cassatt, Third Vice-President ; Bayard Butler, Treas- 
urer; Joseph Lesley, Secretary. 

San Bernardino.—The directors of this newly-organized 
cmerar are: F. R. Brunn, W. A. Conn, J. W. Satterthwaite, 
James Stewart, W. 8. Tittle. The company’s office is at San 
Bernardino, Cal. 

New Jersey & New York.—Mr. C. J. Clifford, late of the 
New Jersey Midland, has been appointed Master Mechanic. 

San Francisco, San Mateo & Santu Cruz.—This company was 
or, ed at San Mateo, Cal., nent, by the election of the 

z 


Isaac C. Steele. The board elected James W. Bicknell, Presi- 
dent ; Isaac C. Steele, Vice-President ; Walter E. Sell, Treas- 
urer, 


Louisville, Paducah & Southwestern.—The board has elected 
Jotin G. Baxter, James Bradley and H. 8. Moss directors in 
place of A. P. Cochran, Charles RK. Long and John T. Moore, 
resigned, 

Maine Central.—At the annual meeting in Waterville, Me., 
March 24, the number of directors was fixed at 13 and the 
ne were chosen: Abner Coburn, Skowhegan, Me.; isoah 
Woods, Bangor, Me.; F. W. Hill, Exeter, Me.; Darius Allen, 
Augusia, Me.; N. M. Whitmore, Gardiner, Me.; Arthur Sewall, 
Bath, Me.; W. G. Davis, Portiand, Me.; Frank Jones, Ports- 
mouth, N. Ji.; James W. Juhnson, Enfield, N. H.; James P. 
Cook, Salem, Mass.; John Wooldredge, Lynn, Mass.; John 
Cummings, Woburn. Mass.; Geo. L. Ward, Boston. The new 
directors are Messrs. Hill, Whitmore, Johnson and Cummings, 
who replace A. P. Morrill, J. P. Brown, Lewis Pierce, Lysan- 
der Strickland, Geo. M. Patten and T. K. Lothrop, the changes 
being all in the interest of the Eastern Railroad Company. 
The board elected Abner Coburn President; John Wooldredge, 
Vice-President; J. H. Drummond, Clerk. Mr. Coburn re- 
places Hon. Anson P. Morrill. 

Passenger Conductors’ ie Insurance Company.—At the 
annual meeting in Philadelphia, March 24, the following offi- 
cers were chosen: President, W. 8. Sears. Lake Shore & Michi- 
«an Southern; Vice- Presidents, A. Allen, Delaware, Lackawanna 
& Western; Wm. West, Marietta & Cincinnati, and Frank 
Iucas, Baltimore & Ohio; Secretary and Treasurer, Walter 
get Philadelphia, Wilmington & Baltimore; directors, J. 
P. Dukehart, Baltimore & Ohio; George F. Lincoln, Boston & 
Providence; A. F, Rightmeyer, Wilmington & Reading; J. M. 
Garrison, Erie; W. H. Lummis, Philadelphia, Wilmington & 
Baltimore; W. R. Kenney, Philadelphia & Reading; Samuel 
Fennimore, Amboy Division, Pennsylvania; James Stoever, 
North Pennsylvania; David Gill, West Chester & Philadelphia. 

American Society of Civil Engineers.—-At the meeting, March 
8. the tollowing were declared elected members : Amory Coffin, 
Pheenixville, Pa.; George Edward Harding, New York; Charles 
W. Howell, New Orleans, La.; Jacob H. Linville, Philadelphia. 
The following were declared elected juniors : Wendell R. Cur- 
tis, Hartterd, Conn.; Frederick B. Howard, Waverly, N. Y.; 
Lorenzo M. Johnson, Keokuk, Iowa; Thomas Lafon, Newark, 
N. J.; P. Porter Poinier, Hoboken, N. J. 


Burlington & Missouri River.—At the annual meeting in 
Burlington, Ia., March 23, the tol'owing directors we:e chosen: 
John W. Brooks, John M. Forbes, John A. Burnham, N. 
Thayer, Alpheus Hardy, BR. 8. Watson, H. H. Hunnewell, 
en James F, Joy, Detroit; C. E. Perkins, Burlington, 
a. 

Geneva, Ithaca & Athens,—Mr. Howard Elmer, of Waverly, 
N. Y., has been appointed Receiver. 


Missouri & Western.—The fir.t board ef directors of this 
new company is as follows: Joseph Seligman, Josiah Macy, 
Jesse Seligman, Francis L. Macy, Jr., and Edward Livingston, 
a'l of New York. Mr. Joseph Seligman is President, and 
Edward Livingston Secretary and Treasurer. 

Kentucky & Great Fastern.—At a meeting held in Cincin- 
nati, March 29, the jollowing directors were chosen: George 
Bliss, W. A. Booth, New York; M. E. Ingalle, Alfred Gaither, 
Stanley Matthews, 8. J. Broadwell, Eli Kenney, R. 8. Coleman, 
John Byrne, Cincinnati; John M. Duke, T. L. Jones, Ken- 
tucky. 

Boston & Mystic Valley.—The provisional board of directors 
is as follows: 8. A. Carlton, George Jacques, G. W. Sawver, 8. 
D. Swain, Somerville, Mass.; Stephen Dow, E. W. Hudson, 
Griffin Place, Granville Parks, Woburn, Mass.; C. M. Barrett, 
B. 8. Wright, West Medford, Mass.; D. N. Skillings, 8S. W. 
Twombly, Winchester, Mass.; Henry Blanchard, Wilmington, 
Mass. 


Vicksburg, Shreveport & Texas.—The United States Circuit 
Court has appointed John W. Greene Receiver. 








PERSONAL. 


—A grand banquet was given toCapt. James B. Eads, on his 
return from Washington, at tie Southern Hotel, St. Louis, by 
the citizens of that place, on the evening of the 23d of March, 
at wuich more than two hondred |: ading citizens were present. 
A model of the jetties which Captain Eads is to construct at 
the mouth of the Mississippi was presented to him by the 
ladies of St. Louis, and another ornament was a model of 
Captain Eads’ St. Louis Bridge, tive feet long, made of cut 
flowers. A very flattering address of welcome was made to 
the eminent engineer by Mayor Brown. In his reply to this, 
referring to the improvement of tre mouth of the Mississippi, 

Japtain Eads said : 

“Tf the profession of an engineer were not based upon ex- 
act science I might tremble tor the result in view of the im- 
mensity of the interests which are dependent upon my success. 
But every atom that roves onward in the river, from the mo- 
ment it leaves its home amid the crystal springs or mountain 
snows throughout the 1,500 leagues of its devious pathway, 
until it is finally lost in the vast waters of the gulf, is con- 
trolled by laws as fixed and certain as those which direct the 
majestic march of the heavenly spheres. Every phenomenon 
and apparent eccentricity of the river, its scouring and de- 

ositing action, its curving banks, the formation of the bars at 

ts mouth, the effect of the waves and tides of the sea upon its 

currents and deposits, are controlled by laws as immutable as 
the Creator, and the engineer needs only to be assured that 
he does not ignore the existence of any of these laws, to feel 
positively certain of the result he aims at. 

‘*T therefore undertake the work with a faith based upon 
the ever-constant ordinances of God Himself; and so certain 
as He will spare my life and faculties for two years more I will 
give to the Mississippi River, through His grace and by the 
application of His laws, a deep, open, safe snd permanent out- 
let to the sea.” 

Speeches were made also by Congressman Erastus Wells, 
Gen. W. T. Sherman, and others, the report of the banquet 
filling about twelve columns of the 8t. Louis Republican. 








TRAFFIC AND EARNINGS. 
Ootton Movement. 
The receipts at all points are reported as follows : 
1875. 1874, Decrease. P. c. 
2 


Week ending March 26......... 47,433 64,587 17,154 6.6 

Sept. 1 to March 26 '..06........ 3,151,447 3,361,228 209.591 6.2 
The exports were: 

Week ending March 26......... 57,515 86,936 29,421 33.9 

Sept. 1 to March 26............. 2,045,189 . 2,117,802 72,363 3. 


The receipts have increased this crop year 12% per cent. 
at Mobile, 644 per cent. at Charleston, 114 per cent. at North 
Carolina ports, and 4744 per cent. at the small ports not named. 
At ali other ports there has been a decrease, amounting to 16 
per cent, at New Orleans. 


Chicago Traffic. 

Receipts for the week ending March 27 were 66,920 barrels of 
flour and 793,580 bushels of —_ ofall kinds this year, against 
58,185 barrels of flour and ,977 bushels of grain in 1874. 
There ig an increase of more than a quarter in wheat receipts 





following directors: Josiah P. ames W. Bicknell, Jas. 
Byrnes, John Garretson, Walter E, Sell, John Spaulding, 


and a decrease in all other grains except barley. Heretofore 
this year wheat has been slowest of ail the crops to come for- 





ward. The shipments from Chicago for the week were 40,204 
barrels of flour and 500,674 bushels of grain in 1875, against 
44,560 barrels of flour and 619,898 bushels of gain in 1874, 
More than haif the grain this year was wheat, and the ship. 
ments of it were nearly a quarter gene then last year. Hog 
-_ cattle receipts were considerably greater this year thay 
ast, 


Railroad Earnings. 
The following companies have reported earnings : 
Year 1874: 

















Cleveland, Mt. Vernon & 1874. 1873. Inc. or Dec. P.6, 
Delaware............ $415,800 $355,325 Inc.. $90,475 25% 
Expenses...... ..-.-. 309,846 222,158 Inc.. 87,688 39% 
Net earnings......... $135.954 $133.167 Inc.. $2,787 2% 
Farnings per mile.... $2,839 $2.798 Inc.. $41 1% 
Per cent. of expenses. 69.50 62.52 pao Pah 
Columbus & Hocking 
Valley. .cccccccoccee $717,491 $1,074,187 Dec.. $356,696 33% 
Expenses .. -- 869,413 698,128 Dec.. 337,615 48% 
Net earnings......... $357,078 $376,159 Dec.. $19 081 5 
Earnings per mile.... $8,062 $12,070 Dec.. $4,008 334% 
Per cent. of ¢xpenses. 50.20 64.98 sane oh 
Maine Central.......... $2,094,080 $2.065,360 Inc.. $28,720 1% 
Expenses.......,..-. 1,281,681 1,330,501 Dec.. 48,820 3% 
Net earnings......... $812,399 $734,859 Inc.. $77,540 10K 
E.rnings per mile.... $5,899 $5,818 Irc.. $81 1% 
Per cent. of expenses. 61.20 61.42 cece Cone 
Lk. Sh. & Mich, Soth’n: 1875. 1874, 


Jan.1t March 14... $2,455,990 $3,432,852 Dec..$976,062 281 
Union Pacific: 

March 1 to March 26. 676,965 519,812 Inc.. 157,153 30% 
Great Western: 

Week ending Mar. 5.. £15,560 £21,037 Dec.. £F,477 26Y 
Grand Trunk; 

Week ending Mar.6.. 38,400 28,400 Inc.. 10,000 35% 
St.Lo., Iron M’t’n & So.; 

Second week in Mar.. $65,702 $61,682 Inc.. $4,020 6% 
Denver & Rio Grande; 

Third week in March. 5,704 5,442 Inc.. 262 5 


The last named road shipped no coal during the week on 
account of a miners’ strike. 


Flour and Grain Movement. 

Receipts and shipments for the week ending March 20 and 
Se calendar and crop years down to that date are reported as 
‘oliows : 





Flour— 1875. 1874. Irc. or Dec. P,¢, 
March 14 te March 20: 
Lake ports’ receipts....... 75,351 125,730 Dec.. 50,379 40.0 
bed «  shipments..... 85,814 10 ,56°8 “ ., 15,744 15.6 
Atlantic ports’ receipts.... 165,433 187,999 “ .. 22,566 19.0 
Jan. 1 to March 20: 
Lake ports’ receipts....... 874.9389 1,440,686 “* .. 585,747 40.7 
as * ghioments..... 859,002 1,284,430 “ .. 425.498 $3.1 


Atlantic ports’ receipts.... 1,647,305 2,479,911 “ .. 832,606 334 
Aug. 1 to Jan. 20: 


1 
ll 
3 
Jan. 1 to March 20: 
49 
“ « gshipments,.... 2,745403 17,457,662 “ ..4,712,159 63 
63 
25. 


July 1 to March 10: 

San Francisco exports... .10,612,875 9,029,769 Inc ..1,583,106 17, 
Grain of all kinds— 

Week ending March 30: 


Lake ports’ re‘eipts....... 8,199,128 16,308,484 “ ..8 109,356 7 

.2 

At'antic ports’ receipts ... 3 365.174 9,267,125 ** . 5,901,951 63,7 
Aug. 1 to March 20: 

Lake ports’ receipts....... 42,729,864 57,643,459 <* .14,913,595 9 

5 


1875. 1874. Inc. or Dec, P,c, 
Lake ports’ receipts...... 1,881,185  1,928348 Dec, 47,163 24 
Lake ports’ shipments... 1,118,840 985,056 Inc. 133,784 13.6 
Atlantic port~’ receipts... 1,618,858 1,530,557 Inc. 88,01 58 

Jan 1, to March 20: 

Lake ports’ receipts...... 22,537,489 30,027,701 Dec. 7,490,212 24.9 
Lake ports’ shipments.... 9,402,098 12,696,197 Dec. 3,:94,199 26.0 
Atlantic ports’ receipts... 19,354,012 21,383,773 Dec. 2,029,761 9.5 


August 1 to March 20: 

Lake ports’ receip's...... 92,325,451 116,117,140 Dec.23,791,689 20.5 
Notwithstanding the great decrease in receipts and shi 
ments for the crop and calendar years, compared with 1844, 
there is nota great decrease of receipts compared with pre- 
vious years meng cent. for the crop year compared with 
1872-73, and less than 8 er cent. compared with 1871-2); and 
the shipments from lake ports for the calendar year, though 
2.6 per cent. less than last year, were yet 20 per cent. greater 
than in 1878 or 1872. The unfavorable comparisons are largely 

due to the exceptionally heavy traffic of 1874. 
The progress of shipments from lake ports under the low 
rates ruling is shown by the following : 


Week ending: Feb. 27. March 6. March13, M’h 20, 
BeOGE, WEED ncccccesocccssoce 63,071 50.734 93,749 85.614 
GEER, DUSD 6 2.0 vccccovesccves 495,562 474,689 825.527 1,118,840 


There was about 7,000,000 bushels of grain in store at Chi- 
cago on the 20th and 2,170,000 at Milwaukee. and at present 
rates this stock ought to be greatly depleted before navigation 
opens. 

Russian wheat exports from the sea of Azof were 18,650,000 
bushels in 1874, 


Petroleum Movement. 
‘From Jan. 1 to March £0 the exports have been : 


1875. 1874. 1873. 1872. 
From Gallons. Gali ns. Gallons, Gallons. 
Now York... sccccces 22 342,846 27,944,883 17,608,207 12,092,046 
Boston.......- coecees 477.735 683,£38 522,060 341.012 
Philadelphia ......... 5,206,206 12,248,904 7,292.108 7,345,664 


Baltimore,........... 3,635,449 508,992 266,222 102,793 





Total gallons..... 31,662,236 41,386,667 25,688,597 19,881,415 
There are probably no other exports except to Canada. 
Receipts of crude at Pittsburgh were 87,324 barrels in 1875 

against 374,168 in 1474, 300,484 in 1878, and 210,863 in 1872. 
Ooal Movement. 
Week ending March 20: 








1875. 1874, Inc. or dec, P. ¢ 
II nn bkeee-en ds o00008.6% 7 41% 
DOUCET ORE. . 000000 Kcevcrccecve ” 
Semi-bituminous, Broad Top and 
CO ORPEEE. 20. ovcncccccccve 
Bituminous, Pittsburgh ...... 
Bituminous, West Virginia ..... 
Cleveland coal receipts during 1874 were : ails 
ons. 
Cleveland, Col , Cin. & Indianapolis road......... ..sceeseee 102,201 
se rrr Pat re 539,908 
Atlantic & Great Western, bituminous...................06% 487,130 
wooo “ GIN 0.046cncnnsest a 
PRET I occ Becn es cotadsvecesashss (bk tepvacares qs . 142,820 
One res ean ee er er Cyc 1,198,238 








THE SCRAP HEAP. 


Railroad Manufactures, 
It 1s stated that the Taunton (Mass.) Oar Works bave beeD 
sold to Oliver Ames, 8. L. Crocker and William Mason for 





$16,000. 
The Vallejo Foundry, at Vallejo, Oal., is making the iron 


[Apr 3, 1875 


Lake ports’ receipts....... 3,408,919 4,109,844 “ .. 700,925 17.0, 
Wheat— 
Week ending March 20: 
Lake ports’ receipts ...... 762,776 754,819 Inc.. 7,957 Jl 
” « gshipments..... 449,195 508.960 Dec.. 59 765 3 
Atlantic ports’ receipts.... 401,244 414,110 “ .. 12,866 31 
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work for 50 box cars for the North Pacific Coast road. The 
g will be built in the company’s shop. . : 

The Philadelphia & Reading Railroad Company’s rolling mill 
at Reading, Pa., resumed work March 29, after a stoppage of 
three months. : 

The Warren Spike Works at Warren, O., has recently been 
removed to that place from Niles, O. The hop has a capacity 
of 15 tons of spikes od oa: . 

The Pennsylvania Steel Company at Harrisburg, Pa., intends 
to erect two additional furnaces during the coming summer. 
The company recently declared a semi-annual dividend of 4 

er cent. ; 
P The Mason Machine Works at Taunton, Mass., have just 
completed a double-truck narrow-gauge engine with 15 by 20 
inch cylinders for the North Pacific Cuast road. 

The Ohio Falls Car Company, at Jeffersonville, Ind., re- 
cently delivered 25 stock cars to the Terre Haute & Indianap- 

lis road. 

" An order embracing 858 tons of bridge bolts for the Howe 
truss bridges for the North Shore Railroad, of Canada, was re- 
cently received by 8. D. Kimbark, Chicago. 


Silicon Steel Rails. 

The St. Albans (Vt.) Messenger says: ‘Since publishing 
the statistics of the failure of the silicon rails made at San- 
dusky, we have received from Superintendent Gustin the fol- 
lowing statistics of the silicon-ateel-top rails manufactured by 
the St. Albans Iron and Steel Works: 








NAME OF ROAD. No. of | Rec’d of | No, rails |Pr.ct. ot 
railslaid.| service. failed. | failure. 
ntral Vt., Laid 1873....... 1,442 14 m’ths. 

= = © h......) 4 | 2 } “44 1.83 
Chesh're. ... ccccccccccccece | 706 ¢ « none. 
Passumpsic River........... 566 .-? none. 
Northern (N. H.).........0.- | 408 4“ 2 0.49 
CONCOPA....2 ccccccccccsccccs 408 4 « none, 
O'A COLONY ..ccccccccccccees 408 4 « none. 
Conn, River ....-...eereeeee 214 | ua 5 2.33 
Vermont & Mass..........+. | sia > a 
Boston & Providence........ 35 12 « none, 











* Twenty of the forty-four repaired and now in track ; Bessemer 
steel cannot be repaired. 
SUMMARY OF THE ABOVE. 











Total No. ofrails | Total-average | Total No. of rails | Total av. per ct. 
laid failed. ‘ 














aid. service. of tailure, 
6,296 | 8 months. | 51 0.81 


* About 80 per cent. of the failures occurred in the first three 
hundred tons that were made, and were faults in manufacture 
consequent upon the starting of a new will and _ teaching 
workmen a new mode of manufacture, unsound ends caused 
by not cut'ing off enough at the saw, etc., etc. 

“ The Superintendent of the Cheshire road says: ‘ The rails 
are wearing well, none having failed.’ The Superintendent of 
the Passumpeic says: ‘ The appearance of them thus far is as 

erfect as when laid. Our Road Master has entire faith in 
hem.’ 

“The Superintendent of the Northern says: ‘Those rails 
have been Jaid on a heavy grade; two have failed so far that 
they must be mended.’ The Superintendent of the Connecti- 
cut River says: ‘Nothing good or bad to say about the rails ; 
looking as well as our Bessemer steel.’ 

“Mr, Gustin adds that rails which will stand up under the 
heavy traffic on the different roads as these have done, with 
such a trifling failure, are sure to have a Jong life.” 


British Rail Exports. 
For the month of February and the two months ending with 


7 the exports of railroad iron of all kinds were (in 
ons): 


February : 1875. 1874. 











Decrease. P.c. 
To all countries............ 35,086 49,713 14,627 29.4 
To United States......ccccce csve 4,578 4,573 100 
January and February: 
To all countries........... 71,257 96,311 25,054 26.0 
To United States.........000 sees 8,894 8,894 100 


_The largest customer for the two months has been Austra- 
lia, which took nearly 12 per cent. of the total exports, the 
second being Italy, with about 12% per cent.; third, Perv, 
with 12% per cent.; fourth, British India, with 10% per cent. 
Three-eighths of the total exports were to America, though 
none were to the United States, and our ironmasters wili 
probably some day compete fcr the whole of this trade. 


Boston Society of Civil Engineers. 

The annual meeting was held at the rooms of the Society, 
No. 66 State street, Boston, March 24. The board of govern- 
ment submitted its annual report and the old officers were re- 
elected for another year. Mr. Char'es H. Parker then read an 
interesting paper on “Facts and Experiences on Heated Air 
as a Motive Power.” The meeting was largely attended, and 
the interest kept up to a late hour. . 
Ty 

Hoop-er-Up.” 

The Adrian (Mich.) Trmes says: ‘One of the most popu- 
lar freight conductors on the Detroit division of the Lake 
Shore Michigan Southern has an impediment in his speech. 
A hort time ago, after making an unusually long stop at Wy- 
andotte, he told the engineer to go ahead and ‘ hoop-er-up.’ 
This last hint was overheard by the Superintendent, who 
made a mental note of it. According to the popular under- 
standing of the term, hoop-er up is something which is ex- 
Presssly forbidden to freight trains on this well-conducted 
toad, and a few days atter, the conductor and Superintendent 
met, and thus the latter: ‘ , the other day when start- 
ing out of Wyandotte I heard you tell the engineer to ‘ hoop- 
er-up.’ What did you mean by that?” The conductor hesi- 
tated for a second, and then his vocal impediment came into 
good play. ‘I-I-I m-m-meant,’ said he, ‘ p-p-proceed with-h-h 
¢-o-caution.’ The explanation was satisfactory, but some of 


— boys thought they had a new defimtion for ‘hoop- 


The Albany & Rensselaer Iron & Steel Company. 

his company has executed and put on record a mortgage 
covering ail its property and given to the United States l'rust 
Company of New York as trustee. It is given to secure an 
issue of $1,500,000 of bonds to be made hereafter. 











OLD AND NEW ROADS, 
Pacific Traffic, 


_A further adjustment of rates has been made by representa- 
Fa of the Pacific Railroads and the Pacific Mail Steamship 
Ompany on through California business. Under the new ar- 
rangement the railroad companies will discontinue the sale of 
N © “continuous trip” tickets limited to fifteen days between 
. — York and San Francisco, and formerly sold for $125. ihe 
Y through first-class ticket sold will be $188.40: good. as a 
~ ale ticket, for a year. The second-class tickets will be 
, 


ato 
nie and tho dnira . or emigrant ticket, $65. Steamer 


® compensate the Pacific Mail for loss of third-class pas- 





senger traffic, the roads east of Omaha will pay to the Union 
Pacific Railroad, for the benefit of the Pacific Mail Company, 
five dollars on each passenger of that class carried by them. 
The new freight tariff shows an increase over that recently 
adooted, the rates per 100 pounds being as follows from New 
York to San Francisco, Sacramento, Marysville and San Jose : 
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The new rates took effect April 1, and apply to all leading 
Eastern points as well as to New York. 


Louisville, Paducah & Southwestern. 

At a special meeting of the stockholders in Louisville, Ky., 
March of. the directors submitted a report on the condi- 
tion of the company and tendered their resignations in 
a body. After some discussion it was resolved not to accept 
them on account of some doubt as to the legality of the pro- 
ceeding. The desired changes were afterwards effected by in- 
dividual resignations and the filling of the vacancies by the 
board ae gentiemen who represe:t specially the Louiaville 
cry 8 > 

committee og ag | of the President of the company. the 
Mayor of Louisville, L. M. Flournoy, R. R. Radchffe and W. L. 
Cunklin was app inted to negotiate a lease of the road subject 
te the approval of the stockholders. The meeting then ad- 
journed fora day, pending the action of the City 
the proposed loan to the company. 

The liabilities of the company are as follows: 


uncil on 


CURIE GOT. 00:0 + cc2cces00s00 eee 000002 ccecceccececeees $3,895,800 
SS IIIs 0n0.000000.0000.00 o000seeccsesenonceessses 297,550 
BE ED UIE 000 cecesccssecccseesé . eese+ 3,000,000 
Lowlsville Branch DONAS.....ccccccrcccccescocsccccccccesoos §TIOMEO 
TRAIN GIS. 000 00006 - soceccceecccccnevecesnaccesceconccess 86 5,963 

BO crc ccvcescocccessccesccesosese eoercccscccsscess $8,839,313 


Thére are also right of way claims and unpaid taxes amount- 
ing to about $75,000. Of the tioating debt $194,445 is for past 
due coupons. Two coupons have been passed, aud the bund- 
holders are arranging to begin toreclosure proceedings, the 
commencement of the suit being daily looked for. The road 
has suffered and has Jost much business from the lack of suit- 
able and sufficient equipment to carry it, and much expense 
has resulted from litigation caused by inability to pay debts. 

The Louisville Board of Aldermen indefinitely postponed 
the ordinance, thus practically killing it. At the stockholuers’ 
adjourned —— no turther action wes taken, but an ad- 
journment was had until May 5. In the mean time the com- 
mittee will take iminediate steps toward leasing the road. 


Boston, Revere Beach & Lynn. 


Work on this road was begun in East Boston, March 29. Just 
out of East Boston there is a tunnel 400 feet long, which has 
been let to Gardiner & Blaisdell. The bridge work has been 
let to T. P. Richardson, ot New York, and is to be completed 
May 20. The ties, also, have been contracted for, and the 
rails are beiug made by the pt. Albans Rolling Mulls. They 
are to be 40 lbs to the yard. The engines are being built at 
the Mason Machine Works at Taunton, and the cars are also 
under contract. The expectation 1s that theroad will be com- 
pleted by July 1. It is to be of 3 feet gauge and wiil be oe 
track except at Revere Beach, wheie a double track will be 
laid along the whole stretch of the beach. Much of the right 
of way has been given by the owners of the land. 


Ohicago & Lake Huron. 


Work is in progress on the connecting link between the two 
divisious, the 46 miles from Lansing to Flint, Mich. The ties 
have been gotten out during the winter, and ganga have been 
employed on the deep cuts. The right of way for the whole 
line has been secured. The working force will be increased as 
soon as the weather permits. 


Cincinnati, Hamilton & Dayton. 

A number of the stockholders met in Cincinnati, March 25, 
to hear the report of a committee appointed in May last to ex- 
amine into the affuirs ot the road. The movement was origi- 
nally caused by dissatisfaction at the passing of dividends, 
The report now presented expresses confidence in the value of 
the property, and a belief that the affairs of the company are 
in better hands than for some time past. Some fault is found 
with the purchase of the Junction Railroad, but the hope is 
expressed that that road with caretul management will event- 

ly be a good property. 

After some dis ussion the report was accepted and a com- 
mittee appointed to nominate a board of directors to be voted 
for at the annual meeting 1n June. 

Philadelphia & Reading. 

The stmking miners in the Schuylkill region have begun to 
use violence against the property of the railroad company, 
= ane or two cases depot buildings and cars have been 

urned, 

The employes in the shops at Cressona and Schuylkill Ha- 
ven and the trainmen on the lateral 10ads have resumed work 
and aaeneeet the company’s terms, severing their connection 


with the Mechanics’ and Workingmen’s Benevolent Associa- 
tion. 
Dividends. 
Dividends have been declared by the following companies : 
New York, Providence & Boston, 24% per cent., quarterly, 
payable April 10. 
ae New Jersey, 24% per cent., quarterly, payable 
April 10. 
Delaware, Lackawanna & Western, 24% per cent., quarterly, 
payable April 20. f 
Last Tennessee, Virginia & Georgia, 3 per cent., semi-annu- 
al, payable April 1. 
Pp — of New Jersey, 24% per cent., quarterly, payable 
wil 20, 
eotyite & Trenton, 24% per cent., quarterly, payable 
April 10. 
acitic of Missouri, 144 per cent., quarterly, payable by At- 
lantic & Pacitic ny lessees, April 20. 
Berkshire (ieused by Housatonic), 1% per cent., quarterly, 
— April 12, 
gdensburg & Lake Champlain, 4!per cent., semi-annual, on 
the preferred stock, payable Ap ii 1. 
Vermont & Massachusetts (Fitchburg Company, lessee), 2 
per cent., semi-annual, payable April 5. 


Monticello & Port Jervis. 

The tirst-mortgage bondholders met in New York, March 
30, and appointed Henry Day, Adam Norrie and 8. A. De 
Peyster a committee with authority to bid in the road at the 
foreclosure sale and organize a new compapy. Those present 
signed the agr-ement ond authority was given the committee 
to obtain the signatures of others. 


The Railroad War. 


The reduction of freight rates, which was be by the Bal- 
simore & Oh, is apparently to extend to all the ti:unk lines. 


At a meeting held in Chicago, March 25, the general freight 





— of the Lake Shore & Michigan Southern, the a 
tral and the Pennsylyania Company resolved to adopt the 





following rates per 100 pounds on foarth class and \grain : to 
Boston and New England points, 40 cents ; New York, 30 cents; 
Philadelphia and Baitiunore, 25 centa. 

The passenger agents of the same companies have agre:d 
on ageneral reduction of through fares. From Chicago to 
Baltimore and Washington the fare is cut down from $19 to 
$9; to Philadelphia, from $19 to $12; to New York, from $22 
to $15 ; trom Boston, from $27 to $18.85. Tickets at the re- 
duced rates are good only for 48 hours after sale. 


Baltimore & Ohio. 


With tne opening of spring considerable improvements are 
being made in the freight yard at Locust Point, Baltimore. 
The foundations of a sugur,warehouse 820 by 150 feet have been 
completed, and a coffee warehouse of about the same dimen- 
sions is also to be built. A new round house to hold 44 en- 
gines is well under way. It is intended to run tne freight 
trains through to Locust Point shortly, instead of stopping 
them at Mount Olare and distributing the cars from that point 
as is now done. 


Erie. 

There is a report that the company’s coal lands in Pennsyl- 
vania have been sola to an English company, $3,000,000 being 
named as the price. 

‘he temporary bridge over the Delaware at Saw Mill Rift 
was completed so that trains could pass over it on the after- 
noon of March 27. Through trains began to run again the 
same evening. Trains began running over it five minutes 
after 1t was tested, and there were very short intervals between 
them for the next 24 hours. 

A reduction, averaging nearly 25 per cent., bas been made 
in the prices of commutation for one and three months from 
New York to stations between Jersey City and Sufferns, A 
slight reduction is made in the six months; but none in the 


a rates. The object 1s to encourage local and summer 
ravel. 


Boston & Mystic Valley. 

A provisional organizauion has been made by a company of 
this name to build a railroad from Boston by way of Somer- 
ville, West Medford, Winchester and Woburn to Wilmin, 
about 15 miles. It is intended mainly for suburban traffic an 
wil come directly in competition with the Boston & Lowell 


road. It is, indeed, mainly supported by parties whe are dis- 
satisfied with the present manugement of that road. 


Philadelphia, Wilmington & Baltimore. 

A second track is to be built this season from Aberdeen to 
Chase’s, 13 miles, which will complete the second track from 
Baltimore to Chester. From Chester to Philadelphia there 
are already three tracks. 


The Missouri Railroad Law. 

The Miesouri Legislature has passed a bill which provides 
for an arbitrary limit of rates to be charged for passenger 
fares and for — classes of treight and generally for the reg- 
ulation of the railroads of the State by a board of three com- 
missioners. It divides the railroads of the State into three 
classes: Class A, including all through or trunk line roads; 
class B, all branch roads owned or leased by a through line; 
clavs ©, all others. Tne maximum passenger rate is to be 8 
cents per mile for class A, and 4 vents tor classes B and O, 

All freights are divided into four general classes, to be 
designated as first, second, third and fourth classes, and into 
seven special classes, to be designated as class D, E, F, G, H 
I and J; class D shall comprise all grain in car-loads ; class E 
shall comprise flour in lots of 50 barrels or more, and lime in 
lots of 24 barrels or more ; class F shall comprise salt in lots 
ot 60 barrels or more, and cement, water lime and stucco, in 
lots of 24 barrels or more; class G sbali comprise lumber, 
lath andjshingles in cur-loads; class H shall comprise livegstock 
in car-loads; class I shali > agricultural implements, 
furniture and wagons ; class J shall comprise coal, brick, sand, 
stone, railroad ties and cord wood, and all heavy fourth-class 
articles in car-load« ; and in addition to the several articles in 
the said special classes, shall be added other articles as in the 
manner prescribed, except into classes D, E, G and H, and all 
articles not before enumerated or subsequently set into said 
classes as provided, shall be piaced in and belong to the four 
general classes, to be classitied by the railroad commissi sners. 

The maximum rates provided for all classes of roads for the 
seven special classes are as follows: 
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In all cases where there 18 a fractiun less than 13, atter 
dividing by 25, oniy half the 25-mile rate is allowed for that 
distance. In computing the rates of freight according to the 
provisions of this act, the distance shall be computed from 
the point where 1t is received in this State, notwithstanding 
it may pass from one road to another. 

The Railroad Commissioners are to have power to fix all 
rates and reduce maximum rates and to classily freight and 
[eee arvicles in any of the general or special classes except 

be special classes D, E, Gand H. They are also to attend 
the entorcement of the law. 

The bill is now in the bands of the Governor, who, it is 
thought will probably sign it, though he has expressed objec- 
tions to some of its provisions, 


Auction Sales of Railroad Securities. 

The following prices were obtained at sales made in New 
York, March 81: Oswego & Syracuse stock, 108%; Indianapolis 
& St. Louis first mortgage bonds, 77: Terre Haute & Indian- 
apolis first-mortgabe nunds, 104%; Ceutral, of Lowa, first-mort- 
gage bonds, 35; Indianapolis, Bloomington & Western. first- 
mortgage bonds, 35; Cairo & Fulton, first-mortgage bonds 
55%; Atlantic & Pacific land mortgage, 40; Houston & Grea 
Northern first-mortgage, 58; Chicago & Canada Southern first- 
mortgage 2144; Kansas Pacific stock, 134% and 14. 

Missouri Railroad Taxation. 

‘The new law passed by the Missouri Legislature for the tax- 
ation ot railroads is summed up as foliows by the St. Louis Re- 
publican: ‘“ The jaw directs that the President or other chief 
ofticer of every railroad in this State shall, on or before Janu- 
ary 1, every year, muke a sworn statement to the State Audi- 
tor, of the length of his 10ad, including branches and leased 
lines, in each county, township and city through which it runs; 
the total number of evgines and cars of ali kinds ; and the 
machinery, shops and all other property owned by it. A du- 
phicate of this statemeut is to be sent to the k of the 
court of every county through which the runs, 
or in which any of its property may be located. 
These duplicate statements are to be submitted 
to the county courts tor examination, and, if found correct, 
are to be certified as currect to the State Auditor; if found to 
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be incorrect, the court is to certify what items of pooperey are 
omitted, and these are to be taxed at double value. hese 
duplicate returns are to be certified to the State Auditor on 
or before April 1, and the State Board of Equalization, in the 
followin y, is to assess the taxes and apportion them to 
the State, the counties, the townships and _ the 
cities and towns, and the taxes are to be paid according to 
this apportionment, on or before July following, under a pen- 
alty ot 2% per cent. a month on the amount levied. After July 
10 coliectors may seize and sell the railroad property tor non- 
payment_of taxes.” 


Vicksburg, Shreveport & Texas. 

In accordance with the decision of the United States Su- 

reme Court in the case of Jackson and others against Lude- 

ing, the North Louisiana & Texas Company and others, and 
with the mandate of that court, the United States Circuit 
Court for Louisiana has made a formal decree setting aside 
the sale of this road to Ludeling and others and enjoining the 
defendants trom claiming any further rights in the premises. 
Mr. Jo.n W. Greene is appointed Receiver to take charge of 
the property. An inventory is to be made of all the property 
and the defendants are required to account for everything 
which passed into their hands under the fraudulent sale which 
is now pet aside. 

The road will be sold under the direction of the Court for 
the benetit of the bondholders and other creditors of the 
Vicksburg, Shreveport & Texas Company, and F. A. Woolfley, 
——— a special master to take proofs of bonds and other 
claims. 


Northern Ocutral. 

Ata meeting of the directors held in Baltimore, March 27, 
the new contract with the Canton Company for the use of the 
Union Railroad was approved. The contract is, in short, as 
tollows : 

Rebates are to be made by the Canton Company on coal, 
coal oiland lumber of 10 cents per ton from the contract rates 
. of the Union Railroad with the other railroad companies, the 
quantity of freight guaranteed by the Northern Central Rail- 
road and Potomuc Railroads to be not less than 500,000 tons per 
annum, within five years, and 1,000,000 tons for two consecu- 
tive years, within ten years, otberwise the terms of the origi- 
nal contract are to remain in full force. I+ was further agreed 
that the improvements contemplated by the Northern Central 
and Baltimore & Potomac railroads at Canton shail be com- 
menced at once and completed as svon as possible. The im- 
provements to consist ot coal wharves and picrs, a grain ele- 
vator of 500,000 bushels capacity, and warehouses for coffee, 
sugar, ete., the wnole estimated to cost $690,000. 

“he plans tor the new office building in Baltimore were ap- 
proved. 
Maine Railroad Legislation. 

The Legislature of Maine at its recent session passed acts 
providing for the summary seizure and sale of the property of 
a railroad company in case of its refusal to pay taxes assessed 
upon it. If the tax is deemed illegal the company can have its 
remedy by action against the State Treasurer. 

Anoleer law requires railroad companies to tence their roads 
where they. pass through enclosed or improved land and im- 
poses a fine of $100 for each case of neglect to do so, or to re- 
oe | fences, after receiving due notice from the owner of the 

nd. 


Geneva, Ithaca & Athens. 


This road has been put in the hands of a receiver, and How- 
ard Eimer, of Waverly, N. Y., has been appointed to that 
position. 
~ The road, which was formed about a ong ago by the con- 
solidation of the Geneva & Ithaca and the Ithaca & Athens, is 
77 miles long, trom Sayre, Pa., alittle westof north to Geneva, 
N. Y. It recently passed under the control of parties inter- 
ested in the Le Valley and Cayuga roads. 


Maryland & Delaware Ship Oanal. 

Work waa actually begun on this canul upon Blackbird Creek, 
near Blackbird, Del., March The contractor, Mr. Ken- 
neday, has a smail force at work, which will be increased as 
the weather grows more favorable. This is on the Sassafras 
River, or northern route. 


Grand Trunk. 


-Some dissatisfaction is expressed by some of the first and 
second preference bondholders of this seneeey that they did 
not get a full dividend last year, but only 24 per cent., just 
one-half what they were entitled to get; and a Mr. John Lornie, 
who holds 8,000 shares, is forming a committee for ousting the 
directors, if they do not change their policy. He complains 
that £160,000 of earnings went to purchase new rails, instead 
of being distributed among the bondholders. That of course 
raises a question of capital; aud as debenture stock is to be 
issued it is claimed that it should have been issued sooner, so 
that tne first and second preference bondholders could have 

ot their due. 1t is argued that from the policy pursued the 

ebenture stock will probably not bring 90. 

The Grand Trunk and Great Western Companies have 
ceased cutting rates, and have agreed upon a common sched- 
ule to competing points. This course has been taken in obe- 
dience to orders trom England. 


Southern Minnesota. 


Notice is given that the aoapeee on the first-mortgage bonds 
of the issue of 1864, aue April 1, will be paid on and after that 
date until April 15 at the Third National Bunk, New York. 
There is some talk of extending the rord westward from Win- 
nebago this season. 


Kentucky & Great Eastern. 


This company has been reorganized, and at a meeting held 
in Cincinnati, March 29, contracts for the construction of the 
road from that city to Huntington, W. Va., were approved. 


Chicago, Dubugue & Minnesota. 

lt is stated that this company will this season run its trains 
only to Brownsville, Minn., seven miles south of La Crescent, 
the present terminus, and \,ill run a transfer ferry trom that 
point to La Crosse. 


Kansas Railroad Law. 


A law passed by the Kansas Legislature at its last session 
compels companies incorporated in the State to have their 
eneral offices within its limits. This law affects the Kansas 
ific, the Missouri River, ort Scott & Gulf, and the Leaven- 
worth, Lawrence & Galveston companies, whose offices are at 
Kansas City, and the St. Joseph & Denver, whose office is at 
St. Joseph, Mo. The Kansas Pacific general offices have already 
been removed from Kansas City just across the State tine to 
Armstrong, Kan. 


East Tennessee, Virginia & Georgia. 

The recent damages by flood to the southern Division have 
been repatred, including the bridge over the Hiwassee River, 
and through trains are now running regularly. 


New York, Kingston & Syracuse. 

ln 1872, the Rondout & Oswego Company issued $2,000,000 
of first-mortgage bonds, which were sold. ny the 
name of the road was changed to New York, Kingston & Syra- 
ense, and a consolidated mortgage executed for $4,000,000, of 
which $2,000,000 were to be used to retire the crigina) first- 
mortgage bonds, The contractor, Wm. B. Litchfield, pur- 


with them $147,000 of the consolidated bonds as security. The 
contractor became bankrupt, and Caylus & Co. were unable to 
recover, They therefore brought suit in the New York Su- 
preme Court Soe the directors pecan. claiming that 
they were liable, having falsely represented the consolidated 
bonds as a first lien on the road, while they were really only a 
second lien. The court decided that the directors were not 
liable, as there had been no misrepresentation, and the mort- 
gage deed showed that the first-mortgage bonds had not been, 
put were to be thereafter, retired. 


Pittsburgh, Wheeling & Kentucky. 
The representatives of Brooke and Ohio counties, W. Va., 
which own nearly all the stock, are now preparing as fast as 
possible to pay off the debts of the road. When this is done, 
it is expected that parties can be found who will take the road 
bed and iron it and furnish equipment. 


Galveston, Harrisburg & San Antonio. 

The grading is now finished for 15 miles west of Luling, 
Tex., and work is progressing slowly. It is expected that the 
road will be completed to 7 Guadalupe River by Septem- 
ber 1. 


Detroit, Hillsdale & Indiana. 


The Lansivg (Mich.) Republican says: ‘Samuel F. Cook, of 
the State Railroad Commissioner’s office, informs us that the 
statement now going the rounds of the press, that no trains 
have been run on the Detroit, Hillsdale & Indiana Railroad 
since its sale under mortgage, is untrue, and that regular 
daily trains are running over the road.” 


Davenport & St. Paul. 

It is stated that the appointment of Mr. Juhn E. Henry as 
Receiver, in place of Mr. French, removes the road entirely 
from the management of the old Construction Company inter- 
est. It is understood that the attempt to extend the road into 
Davenport by way of East Davenport will be given up, and 
that the Receiver will endeavor to make an arrangement to 
use the Chicago, Rock Island & Pacitic track into the city, as 
was formerly done. The suits against the city will be with- 
drawn. Arrangements will be made as soon as possible to pay 
off the employes, some of whom have nearly six months’ pay 
due them, 


Californ‘a Narrow-Gauge. 
The California Narrow-Gauge Railroad & ‘Transportation 
Company has been organized for the purpose of building a 
railroad from Dumbarton Point, Alameda County, Cal., through 
Alviso, Santa Clara and San Jose to New Almaden, with a 
brench from Santa Clara to Congress Springs. The main line 
will be about 40 miles long und the capital stock will be 
$1,000 000. The company also intends to maintain a steamboat 
Jine from Dumbarton Point to San Francisco, 


Hanover & York. 


At a meeting of the board of directors in York, Pa., March 
20, a lease of the road to the Pennsylvamia Railroad Company 
was finally agreed upon. ‘The Hanover & York Company 
agrees to have the road finished by July 1, when the lessee 
will take possession. 


Vermont Central. 
W. C. Smith, Estes Howe and Joseph H. Converse, trustees 
under the secoud mortgage, give notive that they will sell the 
Vermont Central Railroad at auction for cash at the Court 
House in Montpelier, Vt., June 22. The sale will be subject to 
the claims of the Vermont & Canada Company, to the first 
mortgage and to any other liens and claims existing thereon, 
rowing out of the administration of said property under 
Geoctinn of the Court of Chancery of Vermont. 
The sale is to be made in order to carry out the plan of con- 
solidation of all the interests Dow under the management of 
the Central Vermont Company as trustee. 


New York, New Haven & Hartford. 


The Connecticut Railroad Commissioners, after consider- 
ing and taking legal advice on the charges made by Mr. Good- 
win against this company, have concluded not to pursue the 
investigation any further, more especially as it would require 
an examination into the affairs of the New York & New Haven 
and the Hartford & New Haven companies previous to the 
consolidation. 


New London Northern. 

The completed survey for the proposed branch to Spring- 
field gives a line 22 miles long, with six miles of 66 feet grade 
to the mile, the other grades being moderate, though the line 
is not very direct. It leaves the main line at Stafford Springs, 
Conn. The engineer’s estimate of the cost of constructing the 
road is $500,000. 


8t. Louis, Keosauqua & St. Paul. 

The latest plan proposed to raise money for the construc- 
tion of this road is to issue bonds at the rate of $10,000 per 
mile, bearing 8 per cent. interest, the coupons of which as 
they come due shall be receivable in payment for freights. 
Whenever the earnings shall exceed Hegre | expenses and 
interest, then bondholders shall have the right to credit upon 
the principal of their bonds all freight money due to the road. 


Louisiana & Missouri River. 

In compliance with a decree made by the Pike County (Mo.) 
Circuit Court, in the suit of John Sheehan and others against 
this company, J. C. Gillaspy, Sheriff ot Boone County, will sell 
at public auction in Columbia, Mo., April 22, the whole prop- 
erty of this company, including the franchises, the completed 
road from Louisiana to Mexico, and from Mexico to Jefferson 
City, the unfinished section, from Mexico to Kansas City, and 
all the buildings, equipment and other. property. 


Alabama & Ohattanooga. 
The repair shops are to be permanently located in Birming- 
ham, Ala. ; 


Buffalo & Jamestcwn. 

The track is now laid to ag | Creek, nine miles beyond 
the late terminus at Dayton, N. Y,, and 45 miles southward 
from Buffalo. The City ang having reported the road 
completed thus far, the Buffalo City Council has ordered the 
issue of another installment of $75,000 city bonds to the com- 
pany. 

Buchanan & Olifton Forge. 

The Virginia Legislature has passed the bill authorizing 
the James River & Kanawha Canal Company to subscribe to 
the stock of this proposed road, and the city of Richmond to 
guarantee such subscription. 


Kevkuk Northern Line Packet Oompany. 

The long litigation as to the control ot this company is over 
the Missouri Courts a decided that the sale of 1,520 
shares of the stock by tae old Keokuk Packet Company to Capt. 
W. F- Davidson was legal and valid. The injunction restrain- 
ing the transfer of that stock has been dissolved. 


Danville, Hazleton & Wilkesharre, 


The Philadelphia Ledger suys: “The Pennsylvania Railroad 
Company, February 21, 1872, leased for the term of 33 years 
this roac, on condition that the company should complete the 
road and connections at its own proper cost, or permit the 
lessees to complete the same and charge the cost to the lessor, 
payabie either in mortgage bonds or capital stock of the com- 
pany at theirrespective market prices, or in casb, as the lessor 





chased a lot of iron from Ernest Oaylus & Oo., and pl 


should elect. The Danville, Hazleton & Wilkesbarre Railroad 


ey snd having failed tomake the improvements conditioned, 
the Pennsylvania Railroad Company made them at a cost of 
$46,055, and in reimbursement of the same demand payment 
therefor as conditioned, which is not paid. The company ig 
believed to be insolvent, and has right of way and ‘and dam- 
age claims against it of some $40,000, which, being a lien prior 
to the bonded cebt of the company, endangers the sale of the 
road, to the prejudice of bondbolders. The expenses of the 
Pennsylvania Railroain working the leased road being in ex- 
cess of the revenues from the same, that company has applied 
to the Court of Common Pleas in equity to have the said vio. 
luted lease rescinded and set aside, and a receiver appointed,” 


Indianapolis, Bloomington & Western. 

The Receiver, Gen. Geo. B. Wright, has petitioned the 
Court for permission to borrow money to pay of the employes 
and to make needed repairs of road and equipment. Gen, 
Wright intends to put the road-bed and track into thorough} 
good order and to make some additious to the equipment. [¢ 
is understood that his policy is approved by a large majority 
oi the bondholders. 


Hannibal & 8t. Joseph. 


The bill which was before the Missouri Legislature to repeal 
the act of last year providing for the extension of the State aid 
bonds issued to the road has finally failed. ‘he State claims 
that the company has not fulfilled its part of the agreement, 


Oentral of New Jersey. 

The old report is revived that this company intends to build 
a tunnel under Newark Bay, from Elizabethport to Bergen 
Point, to repiace the present long bridge. Itis not at all 
likely to be true, for, while the present Bay Bridge is a source 
of continued trouble and expense, a tunnel, even if it is prac. 
ticable, which could only be assured by a thorough survey, 
would certainly be enormously expensive. A minor objection 
is that it would require a very heavy grade from the east end 
of the tunnel to the Port Johnson coal docks. The Bay Bridge 
will probably stand several years longer, especially as the com- 
pany is secure from any interruption to travelin case of acci- 
dent to it, having a second line from Elizabethport by way of 
the Newark Branch, 


Missouri, Kansas & Texas. 

It is reported, apparently by authority, and is not denied, 
at any rate by the Atlantic & Pacific people, that the first- 
mortgage bondholders intend shortly to begin foreclosure pro- 
ceedings and that they intend, in the event of their purchas- 
ing the road, to sel: or lease it to the Atlantic & Pacific Com- 
any. President Peirce, of the latter, has recently been mak- 
ee into the condition and business of the 
road, 


New York & Oswego Midland. 


Trains are to be run over the New Berlin Branch, from Sid- 
ney to New Berlin, provided the people of the latter place will 
clear up the road and put it in readiness for trains, 


Helena & Iron Mountain. 

The sontractor tor the road, the Southwestern Construction 
Company, has begun work at Forrest City, Ark., and the in- 
tention is to have the road complete from Forrest City to 
Helena, 42 miles, this year. 


The Brotherhood of Locomotive Engineers. 

There is a good deal of talk about a strike by this organiza- 
tion in order te prevent any further reductions in wages, 
There is no doubt that many of the members feel very sore 
over the constant reductions of pay they have had to submit 
to during the past year. 1t is thought, too, that the p:esent 
head of the order is much more favorably disposed towards 
strikes than his predecessor. 


Muncie, Frankfort & Western. 

This company, which purposes to use that abandoned road- 
bed of the Lafayette, Muncie & Bloomington east of Lafayette, 
Ind., has given notice to the vld company that unless it ap- 
points an appraiser to represents its interests in the appraise- 
ment of the abandoned line by April 10, the auditor will be 
requested to make the appraisement, and the appraisement 
proceeded with, 


Rockford, Rock Island & St. Louis. 

In the United States Circuit Court in Chicago, March 22, 
the Court directed the Receiver to pay H. H. Porter, a claim 
for one-third ot the purchase money of certain cars, whicb he 
holds by assignment from the Barney & Smith Manufacturing 
Company. A claim for rental made by Mr. Porter was dla- 
allowed, 

An order was made for all parties interested to appear March 
80 and show cause why the claim against H. H. Boody should 
not be compromised. The Receiver states that Boody has 
nothing, and that if a judgment against him is pressed noth- 
ing can be secured, but that if the matter is compromised 
Boody will surrender books and papers which he holds, and 
which will be of much value in contesting certain claims 
against the road, and a relation of his will pay a certain per- 
centage on the claim. 


Sian Francisco, San Mateo, & Santa Oruz. 

This company has been organized for the purpose of build- 
ing a narrow-gauge railroad from San Francisco southward 
through Spanishtuwn, San Gregorio and Pescadero to the line 
between San Mateo and Santa Cruz counties, where it will con- 
nect with the Santa Cruz road, now under construction. The 
road willbe about 50 miles long and willbe nearly parallel 
with the sea coast. Itis intended, like the Santa Cruz roa 
to be a link in a line from San Francisco to Monterey, ® 
eventually to Santa Barbara and Los Angeles, 


Lake Tahoe, 


Work isin progress on a narrow-gauge railroad eight miles 
long from Lake Tahoe, @al., to the head of Clear Creek, on the 
summit of the Sierra. A very good route haa been found, the 
only heavy work being a tunnel 500 feet long. It is intend 
mainly to carry lumber from the mills near the lake to the 
lumber flume on Clear Creek, The builders are the lumbering 
firm of Yerington, Bliss & Co. 


West Wisconsin. 

‘Lhe committee appointed at the recent meeting of bond- 
holders made its report to an adjourned meeting held March 
25. The committee believes that a foreclosure is not sovisable 
for several reasons, one being that the business of the road is 
almust entirely dependent upon its connecting lines at 
end. Amicable relations with these are secured by the pref 
ent management, but these might be broken up if the road 
passcs into other hands. In case of @ sale of the road the 
exemption of the lands from taxes would be lost. A foreclosure 
would involve tedious and expensive litigation to determite 
the hen of the various interests on the property. In vie# 
all the interests involved the committee recommend bo 
holders to accept the company’s proposition and fun 
coupozs. f 

Atter some debate the report was adopted, and a number 0 
the bondholders present signed the funding agreement. 
Wilmington & Reading. 

The coupons due April 1, on the first-mortgage bonds were 
not paid. The amount of the bonds outstanding is $1,260,000. 
There are also outstanding $1,560,000 second- mortgage bonds, 
the interest on which has been in default since Januarys 





1874. 
The road is 72 miles long, from Wilmington, Del., north yy 
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west to Reading, :’a. It has been in cpeeatinn several years 
from Wilmington to Birdsboro, nine miles from Reading, and 
was completed into Reading a little over a year ago. The 
Berks County road was intended as an extension of the road 
to the Lehigh region, but failed, and has passed into the 
pands of the Philadelphia & Reading Company. The Wil- 
mington & Kead:ng road has been obliged to depend entirely 


upon loc»l traffic, being unable to secure any connections be- | Th 


yond Kéeading, and has never been financially successful.’ Its 
net earnings for 1873 were only $22,651, and for 1874, $7,807. 

At the March term of the Court of Common Pleas the 
holders of some of the second-mortgrge bonds secured a judg- 
went on $15,000 of unpaid coupons, and an execution was 
issued for the sale of the franchise. The company asked sub- 
«quently to have the execution set aside on the ground that 
the Court could not order the sale of a franchise extending 
jnto another State. Judgment was reserved. 


San Bernardino. 

'fhis company has been organized at San Bernardino, Cal., 
for the purpose of building a railroad about four miles long 
from that town to the nearest point on the Southern Pacific. 
The capital stock is to be $125,000. 


Kansas Pacific. 

A meeting was held in Philadelphia, March 26, between rep- 
reseptatives of this company and the Union Pacific. It is un- 
derstood that the purpose of the meeting was to arrange terms 
for the exchange of through business between the two roads 
and also for the interchange of traffic to and from Colorado at 
Cheyenne. 

Oanada Oentral. 
The contract with the Canadian Government for the exten- 


sion of the road from Douglas, Ont., to the east end of Lake 
Nipissing has been finally approved and signed. 


Maine Oentral. 

At tbe annual meeting in Waterville, Me., March 24, there 
was a ver: large attendance of stockholders and some animated 
discussion as to the policy of the company and the names pro- 
posed for electionas directors. The election resulted in the 
choice of the ticketin the interest of the Eastern Railroad 
Company. which received 21,376 votes out of 34,046 cast. The 
opposition ticket was favorrd by- the Boston & Maine people 
and most of the local stockholders in Maine. 


European & North American. 

A compromise has been agreed upon in the case of certain 
tracts of land, 35,000 acres in all, which the company hus here- 
tofore claimed under a grant from the State. Ibe company 
agrees to withdraw its claim and the State will make no de- 
mand for the money received by the company for stumpage on 
lumber cut on the land in dispute. 


Auction Sales of Railroad Securities, 

The following prices were obtained in New York last week 
for securities sold at auction: Indianapolis & Vincennes, first- 
mortgage bonds, 60; Northern Pacific, first mortgage 7.3 per 
cent. gold bonds, 1644 to 1T% ; Northern Pacific, currency 7 per 
cent. land warrant bonds, 20% ; Clayton & Theresa, first-mort- 
gage bonds, 80. 


Farmers’ Union. 

This is the name adopted by a company which has effected a 
preliminary organization and whieh proposes to build a nar- 
row-gauge railroad from the Mississippi at Sabula or Clinton, 
Ia., by way of Vinton and Liscomb to Monona on the Missouri. 
The capital stock is to be $2,000,000. 


Minneapolis, 8t. Paul & Iowa. 


A company by this name has been organized to build a road 
from Minneapolis south by way of Albert Lea to the Iowa line. 
The capital stock ia to be $2,500,000. 


Chicago, Danville & Vincennes. 

The foreclosure suit which was begunin the Will County 
(ll) Circuit Court, and in which Messrs. Hammond and 
Brown were appointed receivers, has been transferred to the 
United States Circuit Ccurt. The company has filed in that 
court a petition for the removal of the receivers. 


New Jersey & New York. 
A branch of this road from Nanuet, N. Y., to New City, four 
miles, is nearly finished and is to be opened about May 1. 


— increase of the passenger equipment has been or- 
ered. 


Poughkeepsie & Eastern. 


The foreclosure sale, which was to have taken place March 
%4, has been adjourned to April 14. 


Elisabeth Oity & Norfolk. 


Work is progressing steadily on the southern end of this 
line. The heavy fill on Poindexter Oreek, near Elizabeth City, 
N. ©., is nearly finished. 


Raleigh & Augusta Air Line, 

This company will receive until April 18 proposals for the 
tading and masonry of a section of six miles from Moroson’s, 
-©., southward. Profiles and plans can be seen and infor- 


mation obtained on application to 0. O. Sanford, Chief Engi- 
heer, at Sanford, N. C. 


Bellaire & Southwestern. 
A company is to be organized to build a narrow-gauge road 
from the Baltimore & Ohio and the Ohio River at Bellaire, 0., 


weat by south to McConnellsville, on the Muskingum River, a 
distance of about 65 miles. 


Mobile & Ohio. 


Owing to the light trafficand great depression of business 
during the past year, this company was obliged to pass the 
interest due on its second-mortgage bonds March 1. The 
board addressed a circular letter to the bondholders in which 
they express the hope that if no adverse action is taken the 
company will be able shortly to resume payment of interest 
on the bonds in question. The amount of these bonds out- 
standing by the last annual report was $1,443,848, and they 
bear 8 per cent. interest. 

The floating debt has been so ona oy and extended that 


-— amount will bedue before the close of the current 


Ohicago & Paducah. 


The Iinois Circuit Court appointed Charles Voris, of Wind- 
anh and M. W. VanValkenburg, of Greenville, venaiee, They 
. | bonds in the sum of $250,000 each, and were to take pos- 

— at saee. 

velore they could take charge, however 
priv 3 them was revoked, and they were discharged. It is 
oa that the order of appointment was made hastily, with- 

hotice to the company, and on Fe roa? of a stoekholder, 


On the fall hearing th i 
and the order revo ~ y etal ineint nia 


pe ay Midland. 
or the reorganization of the company was to be 
submitted last week. Its main points were Nhat the first- 
Apres bondholders should surrender their coupons up to 
» 1880, taking preferred stock in payment; the second- 
¢ bondholders in like manner to exchange their cou- 
°r preferred stock until 1880; the third-mortgage bond- 
for and floating debt creditors to take stock or new bonds 
their claims at the rate of 50 cents on the dollar, Under 


the order ap- 





this arrangement it is calculated that the debt in 1880 will be 


about $7,500 


,000, or about $100,000 per mile. 


It is not at all 


likely that the road would be able to pay more than 2or3 per 
cent. on this amount, so that this plan would be merely a post- 


ponement of trouble. 


The first-mortgage bondholders havo notified the Receiver 


that they inten 


to begin proceedings in foreclosure shortly. 


ey will also apply for the appointment of new trustees 
under the mortgage. el 


There appears to be some uncertainty as to the position of 
the Middletown & Unionville road, heretofore leased by the 
New Jersey Midland. The road is being run at present by 
Mr. D. Thompson with certain rolling stock purchased at 


sheriff's sale, 


The legality of the sale and also of Mr. Thomp- 


son’s possession of the road is, however, in dispute. 








ANNUAL REPORTS. 
Chicago, Burlington & Quincy. 


_ For the first time in many years there has been no increase 
in the mileage worked, which was for the calender years 1873 
aud 1874, 1,263.81 miles of road, 680.29 of which is called main 


line. 





There was at the close of 1874 286.46 of steel track in 


this road, and it had 252.69 miles of side track, 61.5 miles of 


double track. 


The equipment was: 302 locomotives; 112 passenger and 59 
baggage, mail and express cars; 4,160 freight, 1,714 plattorm 


and coal, 128 way and conductor’s, 1 refrigera 


service cars of 


tor car, and 403 
ifferent kinds, besides 407 hand cars. 


The company has also a balance unsold of 103,621 acres of 
the land granted to the Burlington & Missouri River Railroad. 
This property is represented by the following securities : 


Capital stock Chicago, Burlington & Quincy.... $19,898,910 


Capital Stock Burlington & Missouri River.... 


Total ($42,744 per mile)....... 


6,740,103 


— —— $26,639,013 





- 20,879,075 


The capital stock is at the rate of $21,078 per mile of road 
work, all of which is substantially owned by the company. 


The amount reported in the income account as pai 
terest was 7.154 per cent. on the whole $27,381, 


debt 


$404,552.77—$60.93 


for in- 
of bonded 


The company also owns 6,640 shares of Chicago & Iowa Rail- 
road stock, which are inventori¢d in the general 


account at 


per share—and 1,372 shares of Pullman 


Ps lace Car Company stock, which is inventoried at par. 
The work done was : 


No. passengers.... ... 
Passenger mileage.... 
Tons of freight....... 
mage mileage....... 
Tons hauled for other 

roads in their cars*.. 
mileage of 


Ton 


Tonnage 


The Chicago, Dubuque & Minnesota, 


1874. 
1,830,453 
85,356,325 
2,420,628 


445,686,220 


337 ,602 
14,647,872 


1873, 
2,221,744 
418,385,184 
386,069 
16,873,488 


Inc. or Dec. 
Inc. 
Inc, 2,080,495 
Inc, 
Inc, 27,301,036 


Dec, 
Dec. 2,225,616 


Sze 


P. 
123,719 i 
198,884 8. 


J 


5 
6.52 


12.59 
12,01 


48,567 


which was hardly 


opened for traffic fairly in 1873, still contributed nearly four 


times as much traffic that year as in 1874 


when 8,270 tons only 


of its freight passed over the Chicago, Burlington & Quincy 
between Chicago and Aurora. 


The report ot passenger mileage above does not include that 


of passengers travellin 


which $90,524 was earned during the year. 
The earnings and expenses for the years 1873 and 1874 com- 


pare as follows: 


on mileage and season tickets, by 








Earnings from 3. 1874. Inc. or Dec. P.c, 
Passengers....... $2,611,062 50 $2,648,840 79 Inc. $37,778 29 1.46 
Freight........ . 8,195,348 74 8,603,826 15 Inc. 408,477 41 4.98 
Miscellaneous... . 598,814 68 392,650 58 Dec. 206,164 10 34.41 
DHE ..ccccces $11,405,225 92 $11,645 317 52 Inc. $240,001 60 2.10 
Expenses: 1873. 3874. Increase. P. c. 
Excluding taxes.. $6,181,514 18 $6,219,283 41 $37,769 23 0.61 
TROD. woscccecese 253,253 64 +228 98 40,975 34 16.20 
otal......... $6,434,767 82 $6,513,512 39 $78,744 57 1.22 
Net earnings..... $4,970,458 10 $65,131,805 13 161,347 03 3.25 
Ratio of expenses to earnings. 1873. 1874. 
Excluding taxes............ 5419-100 per cent. 53 41-10 per cent, 
Including taxes..........-.. 56 41-100 per cent. 55 93-100 per cent, 
Earnings per mile of 1873, 1874. Inc. or Dec. P. c. 
BORE, occvcvcee cove $9,023 12 $9,213 07 Inc. $189 95 210 
Earnings per passen- 
ger per mile...... 3.023 cts. 3.009 cts. Dec. 0.014 ct. 0.50 
Earnings per ton per 
GRIND. 000 p00000 cove 1,92 1.90 Dec, 0,02 1,00 
Earnings per ton per 
mile on through 
OS ae 1.27 1.%4 Dec. 0.08 2.40 
Earnings per ton per 
mile on local 
DS. 505.0: covg 2.45 2.43 Dec. 0.02 0.80 


The increase in net earnings is nearly exactly in proportion 
to the increase in the stock and bonds. The net earnings were 
ay about 9.50 per cent. on the gross amount of these securi- 

jes in 1874, and a trifle less than 9.51 per cent. in 1873. 

The additions tothe property during the ycar consisted 
chiefly in renewing 81% miles of the road with stcol instead of 
iron, the construction of 19.15 miles of side track, the addi- 


tion to e 
freight, 1 


et of 14 locumotives, 2 pasacager, 28 box 
platform and coal, 18 conductor’s and way, and 2 


wrecking and tool cars, and some new shops and tools, and 
ses, etc. The expenditure on account 


jJand for various pu 
of construction was 


The General Su 


1,096,810 


to the Freight Auditor’s report, says : 

‘These comparisons show several very interesting facts : 

** First. That the rates have been substantially maintained 
the last year, the average earnings per ton per mile in 1874 
being only 1 per cent. less than in 1873, while the inability of 
several roads immediately competing with this road to main- 
tain themselves at the rates at which they have done business 
gives promise of a more conservative policy on their part in 


respect to rates. 


rintendent, Mr. Robert Harris, referring 


“Second. That the age business, being that the most 


open to the competition o 


other lines, although a valuable 


business if the competing lines allow reasonable charge to be 


made for it, is not large as compared with the local 


tributary to this road, which the road can better accommodate 
than any existing roads, and, it is believed, better than any 
that may be constructed bereafter. 
“Third. That the steady and rapid growth of business on 
the line in Iowa more than compensates for that diverted by 
across this road in Illinois. 
‘In view of the interest that has been taken by the public 


roads that have been constructe 





* The freight of the Illinois Central to and from on that 
part of its lines north and west of Forreston (80 miles from 
to Dubuque and the 402 miles of the Iowa lines) and that of the Chi- 
cago, Dubuque & Minnesota Railroad, over the , Barling- 
ton & Quincy between Chicago and West may ig 5 — 


over the nee & Iowa between West Aurora 
e 


t of th 


nois Centra) from Forrest>n southward to La 


or thereabout passes over the Chicago, Burlington & Quincy between 


Mendota and Chicago, 84 miles. 


This 


received in loaded 


care und in the case of the TMMinois Central delivered to that 


without any handling, is carried at 8; 


company 
rates; but so far as use of 


coad and motive power is concerned, it is the same as any other freight 
traffic 





at large iu the matter of charges for railroad transportation 

it may be ee. to add that, while it can scarcely be expected 
that on a road with such extended and complicated business 
as this a scale of rates could possibly be established to which 
exception would not be taken by some, every «ffort has been 
mae to avoid giving any juet ground of complaint.” 

The Freight Auditor’s report, by the way, 18 a most valuable 
document. Taken for a series of years it shows the develop- 
ment of the company’s traffic frou different sources. e 
copy the table of movement of through freight, comparing 
them with the figures of the report for 1873: 


Tonnage of Through Freight Eastward. 

1874. 1873. Inc. or Dec. P.c. 
Burlington to Chicago.............. 74,328 72,"24 Inc. 2,004 2.8 
B., C. R. & M. R. R. to Chicago..... 33,938 28,445 Inc. 5,483 19.2 
B. & 8. W. R. R. to Chicago......... 10,428 869,542 Inc. 886 9.3 
Keokuk to Chicago.... seseees 11,019 11,168 Dec, 149 1.3 
Points beyond Keokuk to Chicago.. 6,489 31,382 Dec. 24,983 79.6 
K. & D. M., via Ottumwa, to Chi- 

ORGO...0- + - ccccccccccccccccccccecs 207 Inc, 26,207 ... 
Quincy to Chicago......... ....++. 15,279 17,899 Dec. 2,190 12.2 
Points beyond ame f to Chicago.. 73,339 68,189 Inc. 5,150 17.5 
Hannibal and beyond to Chicago... 22,427 16,855 Inc. 15,572 227.3 
Hopkins and beyond to Chicago.... 36,108 25,759 Inc 10,349 40.2 
Pacific Junction and beyond to Chi- 

GD, occtiiedteds |. 06 apincnstie 525 = 1,639 Dec, 1,114 67.9 
Hamburg and beyond to Chicago.. 16,113 13221 Inc. 2,891 21.9 
Nebraska City and beyond to Chi- 

COQO.....00 -ceseeees coeee 229061 24,962 Dec. 1,301 5.4 
Plattsmouth and beyond to Chi 48,689 42,6838 Inc. 6006 14.0 
Council Bluffs and beyond to Chi- 

CAD. cocccvcccccccccccosececocccs 25,401 23,010 Inc. 2,391 104 

Total through freight eastward .423,251 423,251 Inc, 47373 112 





*All new; it formerly was taken at Keokuk. 


tFor five montbs only in 1873; during the first part of that year no 
traffic was taken at Hannibal. 


Tonnage of Through Freight Westward. 














1874. 1873. Inc. or Dec, P. c, 
Chicago to Burli ~The 19,186 18,072 Inc. 1,11 6.2 
e . C, BR. an 
) Sarre 16,204 6,548 Inc. 3,666 64.2 
« B.& 8. W.R. R. 1,295 1,002 Inc. 29.3 
“ss Keokuk ........ 0,848 7,960 Inc, 2,888 35.0 
es Ponts beyond 
Keokuk ‘ 205 6,756 Dec. 6,551 97.0 
o K.& D. M.R. R. 
via Ottumwa 6,043 *100 Irc. 6.043... 
“ Quincy ......... 15,755 12,445 Inc. 3,310 26.5 
os Po'nts beyond 
Quincy ...... 35,587 42,887 Dec. 17,300 17.0 
“ Hanntbal and be- 
FORE cvccccse 14,893 t7,611 Inc. 7,182 94.3 
“ Hopkins and be- 
yond...... 20,785 29,875 Dec. 9,000 30.4 
‘ Pacific Junction 
and beyond 252 12 Ine. 240 2000 
bd Hambu an 
beyond....... 2,962 2,260 Inc. 702 31.0 
“ Nebraska Citv 
and beyond... 7,791 6,791 Inc. 1,000 14.7 
ee Plattsmouth and 
bevyand ...... 17,485 22,992 Dec. 6,507 23.9 
“ Council Bluffs 
and beyond.. 24,650 $1,103 Dec. 6,453 20.7 
Total through freight 
westward .... 187,941 196,314 Dec, 8,373 4.26 
Total through freight 
eastward......... - 423,251 975,878 Inc. 47,3738 17.2 
Total through freight 
east and west...... 611,192 572,192 Inc. 39,000 6.8 
Total local freight east 
and west ........... 1,809,436 1,649,552 Inc. 159,884 9.7 
G ton 
whole line.......... 2,420,628 2,221,744 Inc, 198,884 9.0 
* None in 1873 


+ Only five months in 1873, 


The average tonnage of a loaded car in 1874 was 8 tons 1,850 
pounds, of all cars run 6 tons 1,117 pounds, aside from 

linois Central and Chicago, Dubuque & Minnesota cars. The 
Illinois Central loaded cars between Chicago and Mendota 
averaged 8 tons 250 lbs., and all the cars 6 tons 1,228 lbs., the 
average earnings per ton per mile from this freight being 1.02 
cents. The Illinois Central cars from Chicago to Aurora on 
the traffic that goes by way of the Chicago & Iowa averaged 9 
tons 451 lbs. of load per Jonded car and 6 tons’757 Ibe., for all 
cars. The Chicago, Dubuque & Minnesota cars for the same 
distance averaged 9 tons Tbs. loaded and 6 tons for loaded 
and empty. The earnings from the latter traffic were 1.40 
cents ton per mile. 

Of the Burlington & Missouri River land grant, 73,288 acres 
were sold during the year for $926,381, or at the rate of $12.64 

er acre, and at a cost per acre of 92 cents. The reeeipts of 

he land department were $40.50, its expenditures for 
taxes and expenses $72,208.88, ere is now due on contracts 
for sale of land $3,301,644. From the net cash receipts of the 
sales $532,847 bas been paid in tor sinking —_ and the 108,- 
621 acres on hand are estimated to be worth $725,347. 

Mr. J. M. Walker, the President, says : 

** The recent legislation in Iowa and Illinois, in hostility to 
the railroad interests of those States, has not been or 
modified by legislative action, nor is it likely to be at the ses- 
sion of the Legislature the present Winter. 

** These laws, by their terms, cover both domestic and inter- 
State commerce, and it was early seen that their enforcement 
if possible of enforcement at all, wo :ld result in inj 
interests, agricultural as well as every other. Hence, 
eral acquiescence, their provisions have not toany ex- 
tent been observed. If a strict compliance with their provis- 
ions were now possible, it would not be demanded by the 

eneral public, nor by those immediately connected with the 
tats kind of class legislation has not met public expecta 

2 on not met public - 

tion, nor commanded general approval, and it is now nt 
that at an early day these laws must be altogether ropenied, or 


modified into such form and character as shall bring them 
within the sphere of that kind of | tive supervision and 
control, the limits of which seem to have been reasonably well 


defined by the courts. 

“Upon the ensctment of these laws it was the of 
your directors to cause their constitutional ty to be 
tested at the earliest opportunity. Suits were brought in 
both States for that pu . ‘Two of them bave been sub- 
mitted to the court of last resort in Illinois, and now me un 
it is confidently believed, a decision which will be fa 
ya the protection of the large interests represented by your 


ectors. 1. 
‘**We have been at pains to obtain such statistics and infor- 
mation as could be had, bearing on the business of the ensu- 
ing zeae and we think it —_ oe be assumed that it will at 
least equal that of 1874. e wheat crop, which 
shculd have found a market in the Autumn of that 


year, in 
consequence of continued low prices is in the coun 
compgquence of cuntinned low petose be laryaly ts Gp eounicy, 


ent year. 
>is amount of com and other cereals to come forward is 
e, and an increase in the amount of live stock may reason- 
y expected. The business of the present month will 
pe cae ge hd January of last year, and we know of no reason 
: we should not expect as e returns from the business 
n 





'56 as was realized from that of the year now closed.” 
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The Workingmen’s Train on the Eastern Railroad. 





{From the Sixth Annual Report of the Massachusetts Railroad Com- 
missioners.]} 

The experiment of cheap workingmen's trains on the 
Hastern Railroad has continued a decided and growing suc- 
cess. The history of the origin and progress of this experi- 
ment has been given in detail in the earlier reports of the 
Board. Itis therefore merely necessary now to state that 
these trains leave Lynn for Boston over the Eastern Railroad 
at 5:35 o’clock each morning, and, returning, leave Boston at 
6:35 in the evening; the fare is uniform (5 cents) tor all dis- 
tances, whether the entire trip or any part of it. The accom- 
panying table shows the progress of the experiment during 
each of the two years of 1s trial: 

















Number of 

Passengers. Receipts. 
Regular trai seni 881,461 |gu2,182 79 

OY BY Se or | $52, 
Workingmen’s trains.............|187,016 | 9,350 80 
477 $61,558 59 
1874, 
PEBEMR. coc ccccccccccccccce 468,920 $60,610 60 

Workingmen’s trains.... ......... ‘266, | 13,328 

















) Per ct. 

















1873. 1874, of 
gain. 

7,481 | 14,260 91 
7,445 | 15,000 101 
8, 15,620 89 
11,146 | 17,150 54 
18, 18,800 34 
17,720 | 21,220 20 
21,053 27,760 32 
20,303 | 26,800 81 
22'957 | 28,740 26 
20,861 | 30,360 46 
19,816 | 29,310 48 
15,903 | 21,640 35 
| 187,016 | 266,560 42.5 
Per cent. 


Increase of gross receipts of Eastern R. R. for year ending Sept. 


82 






ye 
Net gain 
8", 187, } 
Gain in regular 
PA Che cb Roden i covcics bdgcoscncctencelevesicossscess 22.9 
Be 





WIE TOTS. .crccccccccccvccccccveese  seceee : 53.5 
Gain resulting from workingmen’s trains for 1574 vow BIS 
Total gain in travel on Saugus Branch for 1874, compared with 

BUR, 0c ccccceseccccscccesccccccccccccce sccctecsecsececceccees 140.7 





Norg.—Workingmen’s trains commenced running in November, 
1873. 

It will be observed that the growth of travel on these trains 
for the present year over that of the last has preenaed 42 per 
cent., being highest (101 per cent.) in January, and least (20 
per cent.) in May, As the tickets for this train are suld only 
in slips ot twenty each, and as no money is received on the 
cars, the regular fares being exacted, each passenger repre- 
sents a five-cent fare to the road; the receipts of the company 
from this source throughout the year, averaged, therefore, 
$21.29 per trip. horsrding to the returns of the Eastern Rail- 
road the average cost «f running a passenger train is $1.088 
per mile, or $14.14 for the trip from Boston to Lynn. It would 
therefore appear that during the second year the eee 4 train 
not only paid its expenses but earned a net — at the rate 
of $7.15 per trip, or 55 cents per mile run. The average net 
earnings of passenger trains on the same road during the 
year were 48.. cents per train mile, showing that the cheap 
five-cent train was 14 per cent. more profitable than 
the average passenger train. As compared with tho 

reviouns year, the regular pomenses earnings of 

he Bastern road increased 30.4 per cent. as respects 
the gross receipts and 107.7 per cont. as respects net receipts, 
whereas the increase in the gross seas of the cheap train 
was 42 per cent., while the net loss of 15 per cent. on cost of 
operation in 1872-3 was converted into a net profit of 51 per 
cent. in 1873-4. the former period the earnings of the 
cheap train were 15 - cent, of the entire passenger receipts 
of the Saugus Branch, and during the latter period they were 
18 per cent. Ifthe rate of progress which has hitherto been 
maintained is continued, the indications are that in another 

ear the Eastern Railroad workingmen’s trains will be found 
o be among the most romunerative per mile run which leave 
the city of Boston. The only difficulty seems likely to arise 
from their unmanageable size. Beginning in November, 1872, 
with two cars only, they had increased in August last to eleven 
cars, and nine is now the usual number. At first, these tnains 
seemed to be regarded with a certain popular paopeee. espe- 
cially by women, who used them but little. ‘his is now 
rapidly changing, numbers of women go in them, and general- 
ly he class of passengers shows a constant and decided ten- 

ency to improvement. é 

In commenting on the course of this'experiment in their last 
annual report, the Commissioners called attention to the im- 

rtant fact that the statistics of the several stations scrved 

y the cheap trains very clearly showed that those trains had 
not diminished the receipts : y the regular trains, nor drawn 
passengers from them, but that they had apparentiy called a 
new class of travel into existence which, if it bad any effect at 
allon other and regular travel, seemed rather to stimulate and 
develop it. The same thing tins continued noticeable during 
the year just past. While the travel on the cheap trains be- 
—_ mang lh and ~+"~9 has pee ny 42 per oh» ee on 

6 regular trains, so far from showing any signs of diminu- 
tion, bas increased 23 per cent. From these facts but one in- 
ference can apparently be drawn. The introduction of the 
system of cheap trains has largely extended on the Eastern 
road tbe area in which labor can seek employment. 
The workingman can now daily carry his labor to 
any point where he can find a market for it, from 
Lyno to Boston. As a consequence of this the 
population moves much more. en and women go 
in one class of trains and return in another, and they 
go and return far more eeeguently than formerly and for 
reasons of less importance. The habit of travelling is ac- 
quizes, and once acquired it will not limit itself to any par- 

cular mode oi travel, Apparently their experience bas 
satisfied those managing the tern Railroad of the tru:h of 
these propositions, as they have this year evinced a lively in- 
terest in the results of the experiment, and show no dis- 
position whatever to bring it to a close. 








On the contrary, the success which has for two years now 
marked the progress of this bold experiment of the Kastern 
Railroad Company should, it wonld seem, be sufficient to in- 
duce other corporations to imitate it. I. might also be tried 
in other shapes greatly to the public benefit. For instance, 
during the Summer months, and especially at the period of 
the harvest, cheap trains, running out of town in the 7 
morning and returning in the evening, would lead to a muc 
needed distribution oi labor which the regular rates of fare 
effectually interdict. It is notorious that during 
what is known as the haying time of every Sum- 
mer, there 1s a great earth of labor in the 
country and often an equal dearth of employment in the city, 
but no machinery existsfor bringing the laborer and the 
employer together. So also as respects recreation, these trains 
would afford an opportonity to get into the country to a large 
class, which now rarely enjoys it; indeed, they might, during 
the hot months, serve as daily excursion trains, running at 
regular hours and reluced rates. As yet, however. no cor- 
poration has shown any disposition to follow the example of 

he Eastern road, nor bas any movement in behalf of a similar 
experiment on the line of any other road come to the knowledge 
of the Commissioners. It 1s practically useless for this Board 
to move in such matters, except in response to some manifes- 
tation of a public demand. If it acts from its own motion, it is 
uniformly met with a demand for some evidence that a proposed 
——— is called for, or even desired; it is assured that the 
population living on the line of the particular road addressed 
is very peculiar that the experiment suggested is not desired 
by it, or would be most offensive to it; and that, finally, the 
existing metbod of operation is entirely satisfactory, and that 
any change in it would occasion great popular discontent. In 
fact, it was only by taking advantage of the strong desire felt 
by the management of the Eastern road to make thut cor- 
poration popular, after the Revere accident, that this Board 
ever secured any trial at all of the cheap-trains experiment. 
Except for that, its recommendation, unsupported as it was 
by any earnest manifestation of a popular demand, would have 
resulted in nuthing In now once more taking leave of the 
subject, the Commissioners can, therefore, only say that if 
those living on the lines of other roads wish to have the ben- 
efit of trains similar to those running on the Eastern road, 
they must give some organized indication of that desire. It 
i8 not belicved that any further legislation will be found 
necessary. Shouldi proveto be so, however, this Board will 
be perfectly ready to frame and to recommendit. Mean- 
while, all that is now required is some pressure of public 
opinion—some evidence of a peed; until that manifests itself, 
the corporations certainly will claim, as they legitimately may, 
that no exigency exists. However it may be elsewhere, it can- 
not be said that in Massachusetts no machinery is provided 
through which such a popular demand as that referred to 
ean make itself felt. This Board, on the contrary, 
was organized, and in great degree is maintained, with this 
end in view, and always has been, and now is, perfectly 
ready to give both full consideration and expression to any 
reasonable demand of the community on the railroad eor- 
porations. 


The Working of the Massachusetts Railroad Com- 
mission. 





(From its Sixth Annual Report.) 


PETITIONS AND COMPLAINTS. 


The num’ er of petitions and complaints preferred before 
the Beard against railroad corporations has, during the 
last year, been unusually small. Of these, several have re- 
lated to stations and questions of running accommodation, 
calling for no detailed ee hy One only has been of any 
genera) interest—the complaint of certain inhabitants of the 
city of Boston in relation to the alleged excessive and un- 
necessary use of the steam-whistle. This matter had here- 
tofore been brought to the notice of the Board, and a circu- 
lar in relation to it bad been issued to the various corpora- 
tions, but without producing the desired result. (Fourth An- 
nual Report, 1873, pp. 25-8.) The abuse now, however, was 
at last formally presented in such a way that decisive ac- 
tion could be taken upon it. A hearing was had, and 
the very grievous nature of the nuisance, and the wide- 
spread discomfort and even distress occasioned by it at once 
became apparent. mapets ot the hearing were published in 
the various papers, and in response to them additional com- 
plaints came in from every quarter; and, when finally the 
recommendations of the Board were published, they were very 
widely commented upon and approved. The report and recom- 
mendations of the Board will be fourd in Appendix E. In 
compliance with it, the practice of excessive whistling was 
subsequently put a stop to on the Boston & Providence road, 
against which the complaint was more immediately directed, 
aud was more or less modified on other roads, and low, if any 
complaints have since that time been received in respect to it 
I'here is, however, none the tess reason to believe that the 
puisance has not yet been fully abated. In this conne:tion, 
thorefore, it seems appropriate to repeat what has already 
been said in reference to the necessity of some expression 
of a public desire to enable the Commissioners to take any 
effective action in the matter of additional cheap trains. The 
members of this Board, it should be borne in mind, are neither 
ubiquitous nor omniscient, and they can proceed effectively in 
any matter only on complaint made to them. This fact does 
not appear to be generally appreciated. Indeed, an impression 
seems to prevail in many quarters that the Board can, and 
should, remedy every evil and abuse incident to the operation 
of railroads without any one being at the trouble of informing 
it of the locality and nature of such evil or abuse. In this 
matter of the abuse of the locomotive whistle, for instance, the 
board is ready to act onany and every complaint presented to 
it, and it entertains no doubt whatever of its ability to effect a 
remedy It1s undeniable, however, that the corporations and 
their employes are very much wedded to their accustomed 
ways of operating their roads, and are altogether too 
much disposed to regard and treat any outside remon- 
strance or suggestion, from whatever quarter emanating, as 
an uncalled-for interference. This is, perhaps, not wholly 
unnaiural, but it is equally not insuperable. To make a 
complaint is the simplest thing possible, requiring merely the 
use of a sheet of paper and a postage stamp, and repeated 
experience has shown that, where acting upon complaint, 
the Commissioners a:e always able to effect some resulis; 
without it, they are at once met with the question whether 
any specific complaints have been made to them; and, 
if none have been made, what ground is there to suppose that 
a real cause for them exists? Common notoriety is not ac- 
cepted as evidence by the particular corporation addressed; in 
such case, the existence of an abuso is always conceded, so far 
as corporations as a rule are concerned, but that especial cor- 

oration, on that particular point, feels itself wholly free from 
ault, and sufficient evidence of this is adduced from the fact 
tiat no complaint has been made on a subject of such general 
grievance. Even as regards the abuse of the whistie, this 
groupd was taken by corporations included within the recom- 
mendation of the Board, who declined to take any action upon 
it, alleging that no complaint had been reccived from along 
the lines of road operated by them. The inference was one 
manifestly unfair, and had in it, indeed, an element not far re- 
moved from the judicrous; and yet it was conclusive on the 
Board. If the people ou the line of any given road did not 
care enough to waste even a postal card in forwarding a 
complaint, on what possible ground could this Board main- 
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tain the existence of a grievous nuisance? The Commig 
sioners cannot too frequently, or too forcibly, remind 

the Legislature aud the public that their chief power regty 
in the public teeling, which they may at any time repre 
Railroad corporations, as a rule, care but little for abstrag} 
principles, nor do they alter their methods of procedure in re. 
sponse to every suggestion, even from official quarters ; th 
are, on the other hand, very sensitive indeed to public opin. 
ion, and they invariably yield to it when they feel that it jg 
concentrated and persistent. To facilitate its concentration 
and to impa.t consistency to it, must always remain a very 
important and, perhaps, the most usefal function of this 
Board. A great step in the direction of many generally de. 
sired refcrms would be secured if this fact were more f 
appreciated by that very large class of persone "shu now con. 
tinually vent their sense of injury against the corporations 
either through loud but aimless denunciation, or through 
anonymous and consequently futile communications to the 
public press. 

‘ GENERAL CONDITION OF RAILROAD SYSTEM. 

The considerations which have just been stated would leaq 
the Commissioners to the conclusion that the relations now 
existing between the community, as a whole, and the railroad 
system ofthe State, are more than usually quiet °nd satisfac. 
tory. Certainly, no evidence to the contrary has renched thig 
Board in any official shape. Parties having, or thinking that 
they have, some general or specific eause of complaint againgt 
the railroad corporations, as a whole or individually, have 
heretofore, however, met such a statement as this with, 
general reply, to the effect that their causes of complaiut werg 
notorious enough, but that it was not worth while to brin, 
them to the notice of the Board of Railroad Commissioners, it 
having no power to do anything but to recommend, and bein 
wholly unable to enforce any compliance with 1ts recommen. 
dations. In response to this, the Commissioners can only sa 
that if their recommendations avail nothing, they on the other 
hand cost nothing. Every complaint presented to them is in. 
vestigated, without even the necessity of attendance by the 
parties aggrieved, and the corporations ate thus made to feel 
that they are subject to a perpetual supervision. This Board, 
however, as the result of five years of practical experience, ig 
by no means disposed to concede the fact that it is devoid of 
power, or that it is necessary, or even desirable, that itg 
powers should be inereased. Wherever the Board has had 
any of force of public opinion behind it, it has, on the contrary, 
uniformly found its power to recommend all that the occasion 
required. It now certainly devolves upon those who refuse to 
avail themselves of its assistance to show that this is not the 
case. The Legislature has aright to suppose that no serious 
causes of complaint against the railroad corporations exist on 
the part of the community, so long as no one tries to avail 
himself of the means of redress against them placed within 
his reach, and costing neither his time nor his money. When- 
ever any party shall seek to avail himself of these means of re- 
dress, and they shall be found insufficient, the corporations 
treating with indifference or contempt any well-considered 
recommendation emanating from this Board, then, and not be- 
fore, those having causes of complaint will have a right to as- 
sert that existing remedies are yy That contingency 
has not yet presented itself. When it does, the Legislature 
may rest assured that this Board also will present itself to it, 
asking that another tribunal may be constituted, with powers 
equal to the emergency. 








General Law for Organizing Railroad Companies in 
the Territories. 





Just at the close of its session Congress passed the following 
law, which renders unnecessary any special charter for a rail- 
road in the territories: 


Be it enacted, etc., That the right of way through the public 
lands of the United States is hereby granted to any bedivons com- 
pany duly organized under the laws of any State or Territory 
except the District of Columbia, or by the Oongress of the 
United States, which ehall have filed with the Secretary of 
the Interivr a copy of its articles of incorporation and due 
— of its organization under the same, to the extent of 100 
eet on each side of the central line of said road; also the right 
to take from the public lands adjacent to the line of said road 
material, earth, stone, and timber necessary for the cunstrue- 
tioa of said railroad; also ground adjacent to such right of 
way for station buildivgs, depots, machine shops, side trac 
turn-outs, and water stations, not to exceed in amount 
acres for each station to the extent of one station for each 10 
miles of 1ts road. 

Seotion 2. That any railroad company whose right of way 
or wiiose track or road-bed upon such right of way passes 
through avy canon, pass, or cefile, shall not prevent any other 
railroad company from the use and occupancy of the said 
canon, pass, or defile for the purposes of its road in common 
with the road first located, or the crossing of other railroads 
at grade; and the location of euch right of way through any 
canon, puss, or defile shall not cause the disuse of any wagon- 
road or other public highway now located therein, nor pre- 
vent the location through the same of any such wagoa- 
road or highway, where such road or highway may be neces- 
sary for the public accommodation; and where asny 
change in the location of such wagon-road is necessary to per- 
mit the passage of such railroad through any canon, pass oF 
defile, said railroad yee pd shall, before entering upon the 
ground ere per by sueh wagon-road, cause the same to be 
reconstructed, at its own expense, inthe most favorable loca- 
tion, and in as perfect » manner as the original road. 

Provided, That such expenses shall be equitably divided br- 
tween any number of railroad oompanies oceupying and using 
the same canon, pass or defile. 

Src. 3. That the Legislature of the proper territory may 
provide for the manner in whieh private lands aud possessory 
claims on the public lands of the United States may be con- 
demned, and where such provision shall not have been made 
such condemnation may be made in accordance with Sec. 3 of 
the act entitled ‘An act to aid in the construction of a rail- 
road and telegraph line from the Missouri River to the Pacific 
Ocean, and to secure to the Gevernment the use of the same 
for postal, military and other purposes, approved July 1, 1862, 
Approved July 2, 1864. 

Sno. 4, That any railroad company desiring to secure the 
benetit of this act shall within twelve months after the location 
of any section of twenty miles of its road, if the same be on 
surveyed lands, and if upon unsurveyed lands within eighteen 


months after the survey thereof by the United States file * 


witn the Register of the Land Office for the district where 
such land 1s located, a profile of its road, and upon approvel 
thereof by the Secretary of the Interior, the same 8! 
noted upon the plats in said office. And thereatter a‘ such 
lands over which such right of way shall pass shall be disposed 
of subject to such right of way. 

Provided, That if any section of said road shall not be com: 
pleted witbin five years after the location of said section, the 
rights herein granted shall be forfeited as to any such uncom: 
pleted section of said road. ‘shies tel 

Sec. 5. That this act shall not apply to any Jands within 
limits of any military post, or Indian reservation, OF 
lands specially reserved from sale, unless such right of way 
shall be provided for by treaty stipulation, or by act of Con- 
gress heretofore passed. : 

Szo. 6, That Congress hereby reserves the right at any time 
to alter, amend or repeal this act or any part thereof, 
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Ot tuis Power Hammer we are now building 
sizes adapted to all classes and descriptions of 
Forgings up to six-inch square stee). 

In power, range of work, durability, ease o. 
application, simplicity and cheapness, they excel 
any Hammer before the public. For descriptive 
price lists, etc., address 


The Bolt-Headiug machine shown above, we guaran- 
tee superiour to any Header produced in the world, 
It forges any imaginable shape of head and any 
desired length of bolt. for full particulars address 


S.C. FORSAITH & CoO., 
Manchester, N. H. S.C. FORSAITH & CO, 
Manchester, N. H. 


N. B.—TDhese machines we have especially adapted and designed to meet the wants of Locomotive 
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mele 
SiS 
Sao eRTte. No 98 CHAMBERS. S- 


We have the best and most complete assortment ot 


MACHINISTS’ TOOLS 


in the country, comprising all those used in MACHINE, 
LOCOMOTIVE and 


R. R. REPAIR SHOPS. 


We make a epecialty of manufacturing 


GEAR WHEELS OF ALL DESORIPTIONS, 
which are made absolutely perfect, with PATENT GEAR 
MOULDING MACHINE, 

— Photographs, Prices and Description, etc., 


“* ON. Y. STEAM ENGINE CO., 
98 Chambers Street, 


FERRIS & MILES, 


24th & Wood Streets, Philadelphia, Pa. 
(Take Arch or Race & Vine St. Cars.| 


Steam Hammers, Drops, etc., Engine Lathes, Axle Lathes, Cut-Offand Centering Lathes, 
Patent Screw-Cutting Lathes, Planing and Slotting Machines, Wheel Borers and Whee} 
Pressers, Upright Drills, with Patent Universal Tables, Radial Drills. 


BLAKES PATENT STONE AND ORE BREAKER. 


New Patterns, with Important Improvements 
and Abundant Strength. 

For reducing to fragments all kinds of hard and brittle substances, such 

as STONE for makig the most perfect McADAM ROADS, and for makin; 
the best CONCRETE. It breaks stone at trifling cost for BALLASTIN 
RAILROADS. Itis extensively iv use in MINING operations, for crushing 
IRON, COPPER, ZINC, SILVER, GOLD, und other ORES. 


5 Also tor crushing Quartz, Flint, Emery, Corundum, Feldspar, Coal, 
Barytes, Manganese, Phosphate Kock, Plaster, Soapstone, etc. 
KLAKE CRUSHER CO., NEW HAVEN, CONN. 


THE WEST LOCOMOTIVE STEAM BELL RINGER. 

. Patented August 25, 1872, and January 7, 1873. 

The object of this invention is 
to ring a bell by steam without 
any tigidity of moving parts, 
allowing the bell to oscillate free- 
¥: the same as if operated by | 

with a cord, and to impart # 
a2 easy and uniform notion to § 
the bell under any variation of ¥ 
steam pressure. 

The ringer consists of a steam 
cylinder A, steam chest B, with 
balanced valve Z. operated by 
thetappets Z Z on the piston rod. 
The bell rod is a continuation of 
the piston rod, and attached 
to bell crank. ‘Fhe valve BE 
receives steam in the centre 
and exhausts at the ends. 
H H are relief passages, 
allowing the air or vapor in 
= end — eet to e& \ 

ve around the pieton J, \ 
sad by semevine the re- \\ 
sistance allow the piston \\ 
freedom to tollow the mo- 
mentum of the bell until it 
stops 
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This Bell Kinger, which 
operates automatically, al- 
Ways setiles the question 
Ma suit tor damages 


ree “the bell was ringing,” thereby savirg many thousands of dollars to railroad companies. We 
i l be glad to send one to you tor,triai—to be paid for caly when you are satisfied with it. Itisin use, and 
Siew adopted on the C., B. & Q';L. 8. & M.8.;C., A. & St. L.; C. & N. W. R’y; Mich. Cent,; C., R. I. & 


we L., I. M. & 8.; N., C. & St. L.; Penusylvania; Phila. & E.; Det., L. & L. M.; Grand Trunk; Phila. 
rv B.; Cent., of N. J. Many other roads have them now on trial with # view to adoption. 
RICAGO, BURLINGTON & QUI«cy RAILROAD, GEN’L MasTER MECHANIO’S OFFICE. AURORA, May 7, 1874. 


NATIONAL TUBE WORKS CO., 


BOSTON, MASS., AND McKEESPORT, PENN., 


MANUFACTURERS OF 


BEST LAP-WELDED IRON BOILER-TUBES OF ALL SIZES, {2 IN. TO 18 IN. DIAMETER. 








**MACK’S CELEBRATED INJECTORS,” 


This is a fixed nozzled Injector, free irom all the objections attached to an automatic or other adjustable 
Injectors. It has a working range with ONE HANDLE, trom 15 lbs, to 175 Ibs, steam pressure on & loco- 
motive, It is always reliable whether worked constantly or once in a year. 

When extraordinary high preseure is required, we attach a valve, of our own patent, which will admit of 
working this Injector at a range of 5 Ibs. to 250 Ibs. steam pressure. 


NEW YORK OFFICE AND WAREHOUSE, 78 William St. 





MILWAUKEE IRON COMPANY, 


MANUFACTURERS OF 


RAILROAD IRON, 


From 30 to 65 Lbs. Per Yard. 








Re-Rolling Done on Short Notice. 


—_——— 


PIG IRON. 


BEST NO 1 FOUNDRY IRON oonstantly on hand and for sale in car-load or larger lots, at 
lowest market price. 


MERCHANT BAR TRON. 


A FULL ASSORTMENT---SUPERIOR QUALITY. 
Address all correspondence to 
MILWAUKEE IRON CO., 


Milwaukee, Wis. 
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MANUFACTURER ANI PROPRIETOR 

4% CORTLANDT S17. NEW Y@BRK 
CARRS POSITIVE CIRCULATING 
STEAM RADIATOR 


THE ONLY UPRIGHT STEAM RADIATOR 


MADE WHICH HAS A Pt 
> Al 
WROUGHT BRASS yw, AND CAS" 
| 
RON pipE.B FOR WORK & c. 
PLUMBERS,STEAM AND GAS FITTER: 
SEND FOR DESCRIPTIVE IRCULAT PRICELIST 


TODD’S PATENT COUPLING, 


FOR FREIGHT CARS. 


F1ast.—It is self-coupling; perte.tly simple; requires no pins; always sure, and couples readily 
with any car having the ordinary drawbar. 

SEcoxD. . The expense is but a tr fle more than the ordinary coupling, and will be saved in pins and 
links alone in a very short time, there being a link always ready for use, without liability of being lost 


ITIVE CIRCULATION 
) 











E. Stumonps, Esq.—Dear Sir: In regard {o the West Bell Ringer would say that we ure perfectly satis- or stolen. 


fed wit its workings. ‘The best proof of this is that we have adopted it 4s our standar¢, and are putting 


“~ allour engines, It has given better results than any we have tried. — §Yours truly, 
PProved, Wu. B. Srrona, Assistant General Superintendent. GEO. CHALENDER, 
Ew Lake SAoRe & MICHIGAN SOUTHERN R’x Co., Locomotive DEeP.. CLEVELAND, Ohio, May 25, 1874. 


THIRD.—The saving of time is also a great consideration, as the engineer alone can couple a train o 
care in much Jess time than with the aid of two or three men with the ordinary coupling. 

FourTu.—There is no going between the cars to shackle or unshackle; it is entirely safe, always 
readv, always sure. To companies desirous of testing the cou ling, one or more will be furnished gratu 


ARD StMMoNDs, General Agent West Steam Bell Ringer—Dear Sir: We have are:dy equipped one | !tously, lor 


— cee aud four (lus) engines with the West Steam Bell Ringer, and have ordered more. It seems to be THE 


wy Bairoap Co., ufter a thorough trial, being satisfied of its utility, have 


, Boston & ALBA’ 
thing wan‘ed in the way ofa Bell Ringer, and works almost perfectly, does not get out of order ot — the right for their road, and we are permitted to reter to them. 
or 


fdecn® Wouble from any cause. That we are using them so extensively is abundant evidence of our cou- 


y thpee preclicnl merit. Respectfully 7OUre a6 JAMES SEDGLEY, Gen’! M. 2M. 
oF above we have equipped 120 more engines on L. S. . 8. Railway. 
OF further perticulars and machines for trial. add 





further mation respecting it, address 


WILLIAMS, PAGE & CO., 





E. SIMMONDS, General Agent, 349 Broodway, N. 7. 
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~The Watson Manufacturing Company 


KELLOGG BRIDGE COMPANY, 


OF BUFFALO, N. Y., 





men eee 


BRIDGE BUILDERS AND CONTRACTORS. 


Engaged in the manufacture and construction of all kinds of Wrought Iron Railway and Highway 
Bridges, Viadu:ts, Trestle Work, Turn Tables, Roofs and other Iron Structures; also Combination 
Bridges (of Wood snd Iron), Make Railroad work a specialty, and are also prepared to furnish Contractors 
snd others witb ali kinds of finished Iron material for Bridges, Roofs, &c 

Send for illustz ations. 

Office: Buffalo,N.Y. P.O. Drawer, 241 

CHARLES , Pres’t, 8. D. BARLOW, Jr., Sec’y & Treas’r. 

GEORGE BEALS, Vice-Pres’t. FREEMAN REDNER, Sup't. 








DETROIT BRIDGE AND IRON WORKS. 
OF DETROIT, MICH., 








ENGINEERS AND MANUFACTURERS OF 


Iron Bridges. Iron Roofs, Etc. 


WILLARD 8. POPE, Prest. and Engineer WM. 0. COLBURN, Sec and Trear, 





THE KEYSTONE BRIDGE COMP’Y, 


PITTSBURGH, PA., 


» = > _—— = - sa 








he 


Engineers and Builders of WROUGHT-IRON and WOODEN BRIDGES, IRON ROOFS and BUILDINGS? 
Manufacturers of Wrought-Iron Turntables, Wrought-Iron Columns, Weldless Chords, Castings, Rolls, 
General Machine and Mill Work. Llustrated Album sent on application to undersigned, 


J. H. LINVILLE, President, 
218 SOUTH-FOURTH STREET, Philadelphia. 









































CHARLES MACDONALD, 
80 Broadway, New York. 
ENGINEER AND CONTRACTOR FOR THE CONSTRUCTION OF 


XXX 
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IRON AND WOODEN BRIDGES, 
TRESTLES, STEEL SUSPENSION BRIDGES, ROOFS, ELC. 
Plans and Estimates fu~nished on application. 








PHGNIXVILLE BRIDGE WORKS. 
CLARKE, REEVES & CO., Engineers and Builders of 


WP PPV 
ANN 




















SPROIALTIE3:—Accurate workmanship; the use of double-refined iron; no welds; Phanix upper 
chords and posts, the best form of strut known; all work done on the premises, from ore to finished 
rid ze. 
ILLUSTRATED ALBUM mailed on receipt of 75 cts. at 410 WALNUT STREET, PHILADELPHIA, PA. 








3, H, COFRODE. J. H. SCHAEFFER. F. H. SAYLOR. 


J. H. COFRODE & CO., 
Engineers and Bridge Builders. 


DESIGN AND CONSTRUCT IRON, WOODEN AND COMBINATION BRIDGE 
AND ROOF TRUSSES, &., 
OFFICE : 


No. 530 Walnut Street, Philadelphia. — 
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PATERSON, NEW JERSEY, 
BUILDERS of 

Post’s Patent Diagonal Truss Bridges, 

OF IRON, WOOD,OR WOOD AND IRON COMBINED, FOR 


Railroads and Highways, Roofs, Turn-Tables and General Machine Work. 


NEW YORK OFFICE, 303 BROADWAY. 


England, France and Belgium, and built of —_ height or length, 
8 


BALTIMORE BRIDGE CoO., 
54 Lexington Street, Baltimore. 


aomnged! Hine: Ss 






















CO. SHALEE Smiru, Prest. & Ch.Eng., } WESTERN OFFICE, 
C. OC. WRENSHALL, Supt.of Erection, § 417 Pine Street, St. Louis, 
C. H. Lat sz, A. Eng., Sec. & Lreas., EASTERN OFFICE, 
C. W. Baytex, Superintendent, 564 Lexington Street, baltimore. 


¥. H. Smrru, A. Eng. & Gen. Supt., Construction Office, Wilmington, Del. 


Design and Construct Iron, Stcel and Composite Bridges and Roofs of any form or span desired. 
Special attention is called to our Wrought-Iron Trestles and Viaducts, patented in United States, 





Lithographs and information promptly furnished. 








LOUISVILLE BRIDGE & IRON CO., 


Office and Works: Corner Oldham and Iilth Streets, Louisville., 
rT} 



























BUILDERS OF 
FINK’S SUSPENSION AND TRIANGULAR TRUSSES, 


and other forms of Iron and OCombinatios Bridges. Also Manufacturers of Iron Roofs, Turn-tables 
Frogs, Switches, etc. 


ALBERT FINK, President. F. W. VAUGHAN, d 
A. P.ACOCHRAN, Secretary. GILMAN THAFTON, } Engineers, 
E. BENJAMIN, Superintendent of Works. 








NIAGARA BRIDGE WORKS, 


SOO 
PX EE EE 


BUILDERS OF IRON LATTICE BRIDGES 
FOR RAILROADS AND HIGHWAYS. 


PLATE GIRDERS, COMPOSITE BEAMS, ROOFS, PLATE TURNTABLES, &c. 
8. J. FIELDS, ENGINEER. GEO. C. BELL, Manager. 
Office and Works: Forest avenue, cor. Niagara strect. 





















THE AMERICAN BRIDGE CO., 
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H. A. Rust, Vice President. . G. CoouIDeR, Engineers. 
Wx. C. TayLor, Sec’y and Treas. | J. W. Goopwin, Ag’t, Houston, Tex, 


BRIDGES, 
Yools, Turning-Tables, Pivot Bridges, lron Trestles, Wrought tron Columns, Heary Castings, 


And General Iron and Foundry Work. 


FOR RAILWAY AND ROAD BRIDGES 
This Company employs tae following well-established systems, viz.: 
FOR BRIDGE SUPERSTRUCTURES: Fost’s Patent Diagonal Iron Truss, Plate 


and Trussed Girders, Post’s Patent Diagonal Combination Truss, Howe’s Truss, 
and any other desired system. 


FOR BHKIDGE SUBSTRUCTURES: Pneumatic, Screw Piles and Masonry. 


&@™ Descriptive Lithographs furnished upon application, Plans, Spectfications and Estimates, together witi 
Proposals, will be mate and submited’ w yo >| —— 


A.B. 8tronn, President. | E, HemMBER.LE, 











Bridges and Roofs upon the lines of Lewy by the Ratireaas in the Western, Northwestern and Soutb 
7estern States illustrate derigns and attest the character and extent of products of Works. From amon 
she important structures rece Xtly built, or now in process Of construction, the following are cited: 
Missouri River (R. R.) Bridge at Omaha, Neb., for Union Pacific R. R. Co. 

Missouri River (R. R. and Highway) Bridge at Leavenworth, Kansas, for Kansas & Missouri Bridge Co. 
fissouri River (R. R. and Hkgnway) Bridge at Boonville, Mo., for Missouri, Kansas & Texas Railway Co. 
Red River Bridge, and all others for Missouri, Kansas & Texas ay | Co. 

Mississippi River (R. R.) Bridge at Hastings. Minn.. for Mitwaukee & St. Paul R. R. Co. 

Mississippi River (K, R.) Bridge at Winona, Minn, for Chicago & Northwestern Saliva Co. 

time River (R. R. lesser channel) Bridge at Rock Island, 1)., for C., R. 1. & P.R. R. Co. 

liinois River (R. k.) Bridge at Grand Pass, Ill., for Chicago & Alton R. R. Co. 

llinois River (R. Ro Bridge at Peoris. I1l., for Indianapol 8, Bloomington & Wertern R. R. Co. 
Arkansas River (R. R. and Highway) Bridge at Little Rock, Ark., for Care & Fulton R. R. Co. 
Union Passenger Depot Root at Chicago. Ill., for L. M.8. and C., R.1_& P. R. R. Cos. 
Railroad Shops Roofs at Chicago, I1l., for Chicago, Rock Island & Pacific R. R. Co. 

Railroad Shops Roofs at Elkhart, Ind., for Lake Shore & Michigan Southern R R. Co. 

Tatlroad Shops Roofs at Chicago, Ill., for Chicago & Northwestern Railway Co. 

Railroad Shops Roofs at Parsons, Kansas. for Missouri, Kansas & Texas Railway Co. 




















WORKS: Cor. Egar and Stewart Avenues. | OFFICE: No. 210 La Salle St., cor. Adams. 
ADDRESS, THE AMERICAN BRIDGE CO., CHICAGO. 
Patapsco Bridge and Iron Works. 

WENDELL BOLLMAN, Proprietor. 


The Only Establishment in Baltimore Manufacturing its own Bridges. 





























Manuracture *BOLLMAN’S PATENT SUSPENSION TRUSS and other forms of 
iron and combination bridges, roofs, iron fronts and every description of cast and 
wrought iron work for buildings and railroad construction. 


Pneumatic Pile.—Having on hand all the v appli for sinking the same, we woul 
call especial attention to our great facilities for executing this branch of work. 
THIEMEYER’S PATENT SWITCHES. 
Eight-Inch Cast Iron Revolving Station Water Column, which will fill locomotive 
tanks in about one minute, and such as used on the Baltimore & Ohio Railroad. 


Marine Work in all its Branches.—The most approved designs and thorough exseutio 
guaranteed in the construction of all classes of marine work. 








W. G. WATSON, Pres.; J. WATSON, Vice-Pres. A J. POST, Eng.; HENRY A. WISK, Azst. Engr 





Office, No. 8 South Gav street,tBaltimore, Md. ; Works, Oanton, Baltimore, 
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